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American Securities in Holland. 





AMSTERDAM, July 27, 1875. 
To THE Epirorn OF THE RAILROAD GAZETTE: 

In the American Railroad market, during the week of 19th 
to 26th July, there was great activity. There was a large busi- 
ness done in Chicago & Northwestern, Chicago & Southwestern, 
West Wisconsin, Union Pacific Southern Branch, Missouri, 
Kansas & Texas, St. Paul & Pacific and St. Vincent and Brainard 
bonds. 

The Chicago & Northwestern bonds (chiefly Madison Exten 
sions) were depressed by the large sales of a banker residing 
here (J. Gravenhage). But at the lower prices there was a 
good demand. They rose again and closed at the highest fig- 
ures. In preferred stock the purchases for New York contin- 
ued. There were also Holland buyers for investment, which 
caused, by absence of sufficient sellers, a rise of 6 per cent. 
After a little reaction they closed in strong demand at the 
highest prices. 

The news of the suits for foreclosure made by the Chicago, 
Rock Island & Pacific Railroad Company, against the Chicago 
& Southwestern Railway Company, caused great sales of the 
bonds of the latter. Had there been more buyers, the quota- 
tions would have been much lower. West Wisconsin bonds rose 
again, bought daily for New York, and the announcement of 
the payment of the coupons of the funded debt at the office of 
the New York Guaranty and Indemnity Company proves that 
the American holders do not mind the protest of the English 
and Holland bondholders, and that the scheme will be carried 
out, and without our consent. The firm who issued these 
bonds (Lion Hertz) asked our Committee of the Stock Ex- 
change to appoint a committec, as was done in the case of the 
Missouri, Kansas & Texas Company; but the committee de- 
clined to do so, and I believe that this firm will stop there, as 
it did formerly with several of its issues (for instance, with 
Maunell, 1872, with 7 per cent. Florida, Minnamuch, etc.). 

As I wrote you two months ago, a company was incorporated 
in Paris for guaranteeing the payment of Denver & Rio Grande 
bonds issued by them at 80, which company only has a paid 
capital of nearly $200,000. It seems that this scheme is not 
very successful. During last week a well-informed banker 
wished to sell bonds of the Denver & Rio Grande Company ; the 
price fell to 4124, and there was afterward no bidder to be 
found. 

In Atchison, Topeka & Santa fe there was also a bad feeling. 
It is known that three years ago an arrangement was made by 
the company with our Rotterdam bank for the payment of sev- 
eral coupons on bonds issued by this bank and stamped by it. 
But, as I am informed, there are now issued more bonds signed 
by the President as “payable at Amsterdam,” and forwarded 
directly to our Stock Exchange for sale. 

A dozen of these bonds were sold at 61, a fortnight ago, but 
as the stamp of the Rotterdam bank was not found on them, 
there was immediately distrust and fear that we would be inun- 
dated by importations. With few sales the market went down 
to 57, and at present 57is asked, and 53 bid, with no anima- 
tion. 

In St. Paul & Pacific there were large buyers for bonds of the 
branch line. The interest on these bonds could be paid if our 
committee would only stop the litigation. The news that in 
the case of the Southern Minnesota Railfoad Company, the 
bondholders, after the decision of the court that the road may 
be sold for the foreclosure, deferred the sale for a year, because 
after sale the taxes must be paid, will, as we hope, open the 
eyes of our committee and induce it to make an arrangement 
before the land grant of the St. Vincent and Brainard exten- 
sions is forfeited to the Government (March 16, 1876), if the 
railroad shall not be finished at that time. 

With regard to the Missouri, Kansas & Texas and the Union 
Pacific Southern Branch, the committee published last Wednes- 
day a small pamphlet containing the proposal of one Elisha 
Riggs, who is said to be largely interested in the company (?). 
Yesterday (July 26) the meeting was held for discussing the 
proposal. After some discussion between the President of the 
committee, Mr. A. 8. Van Nierop, Mr. Parish (the Secretary of 
the Paris bondholders) and Mr. A. C. Westheim, on one side, 
and Messrs. Kesper, Berlage and the undersigned on the other, 
the proposal was adopted unanimously. I have cabled to you 
this result. Dr. A. W. DE KLERCK. 


SAFETY-VALVES. 








BY RICHARD H. BUEL. 





{Entered according to Act of Congress,in the year 1875, 4 Th 
ay Gasette, in the office of the Librarian of Congress at Wash 
n. 





[Continued from page 323.] 

The most usual bevel for valves is an angle of 45°, and 30° is 
slso frequently adopted. As a matter of convenience, the rules 
have been somewhat simplified for these cases. 

To find area of opening for a lift less than depth of seat, when 
the bevel of the valve is 45 degrees. 

1, Multiply the diameter of the valve by the lift, and by the 
number 2.22. 

2. Multiply the square of the lift by the number 1.11. 

these two products. 

 Beample.—What is the area of opening of a 2-inch valve, for 

Yeinch lft; depth of seat, 14 inch; bevel of valve 45 degrees ? 





Case 1. Opening in lifting clear of seat, 4 inch =0.25 inch. 
(1). 2X 2.92X 44 = 1.11. 
(2). 0.25 0.25 1.11 = 0.07. 
Adding the products (1) and (2) 
1.11 0.07 = 1.18 square inches in lifting clear of seat. 
Case 2. Opening for lifting above seat, 44 inch. 


3.1416 X 44 X 2 = 1.57 qquare inches, in lifting above seat. 
1.57 1.18 = 2.75 square inches = total area of opening. 


To find area of opening for a lift less than depth of seat, when 
the bevel of the valve is 30°. 

1. Multiply the diameter of the valve by the lift, and by the 
number 1.57. 

2. Multiply the square of the lift by the number 0.68. 

8. Add the two products. 

Example.—A 4-inch valve has a bevel of 30°, and the depth 
of seat is 4% inch. What is the area of opening for a lift of 
3-16=0.1875, of an inch? 

(1). 4<0.18751.57=1.18 
(2). 0.1875 0.1875 x0.68—0.035 x 0.68=0.02 
(3). 1.18+0.02=1.2 square inches=area of opening. 

The analytical expressions for the preceding rules are given 
below, together with the values of the sines and cosines % 
angles from 20° to 50°. 

Let - 

D=diameter of valve, in inches. 
l—lift “ “ “ “ 

a=angle of bevel. 

d=depth of seat, in inches. 

A=area of opening, in square inches. 

1. When there is no bevel: 

; A=3,1416XIxD 

2. Beveled valve, lift less than depth of seat. 

A=8.1416X[Dxixsin a+ (sin a)?x<cos a} 
8. Beveled valve, lift greater than depth of seat. 

A=38.1416X[Dxdxsin a+ d®x (sin a)2?cos a+DX(I—d)] 
4. Bevel of 45°, lift less than depth of seat: 
A=2,22 DxXl41.11xP 

5. Bevel of 45°, lift greater than depth of seat: , 

A=2.22 Dxd+1.11xd? +3.1416* Dx (l—d) 
6. Bevel of 30°, lift less than depth of seat: 

A=1.57X DX1} 0.68X2 

7. Bevel of 80°, lift greater than depth of seat: 

A=1,57X DXd+0.68Xd?+3.1416 DX (b—d) 

















Angle. | Sine. | Cosine. |; Angle. | Sine. | Cosine. 
20° | (842 | 940 || 36° | .588 | .809 
21° «|~=««358 934 || 87° | 602 | .799 
22° | #875 =| ~ = .927 | 38° | .616 | .788 
28° | S891 | -921 | §9° | -629 177 
24° | ~~ ~=~«.407 914 40° 643 -766 
25° | ~=«.428 | .906 41° | .656 -755 
26° 438 | 899 42° | 669 743 
27° 454 | 891 | 43° -682 731 
28° 469 =| = 883 44° -695 -719 
29° 485 | .875 45° | = .707 107 
80° 500 | .866 46° | «719 695 
31° 515 | = .857 47° | =«.781 -682 
32° 530 | 848 4s° | 748 669 
33° 545 -839 49° | .755 -656 
34° 559 =| .829 50° | £766 643 
35° 574 | .819 | 


It will now be necessary to find the velocity with which steam | 
escapes through the opening afforded by a valve. Professor 
Rankine determined that the number of pounds of steam that 
will flow through an orifice into the atmosphere in a second is 
one-seventieth of the absolute pressure of the stcam; and this 
result has been confirmed by the experiments of Mr. Napier. It 
should be remarked that this rule is only approximate, as the 
constants vary slightly for different pressures of steam, but it 
is sufficiently accurate for practical purposes. The absolute 
pressure of steam is the pressure as shown by a steam gauge, 
increased by the pressure of the atmosphere, which is, on an 
average, 14.7 pounds per square inch. From these principles, a 
rule can be constructed for the area of opening required in any 
given case. 

Multiply the absolute pressure of steam in the boiler by the 
number 51.43, and divide the number of pounds of water evap- 
orated per hour by this product. 

Example.—Suppose that a boiler evaporates 2,000 pounds of 
water per hour, what should be the area of opening afforded by 
the safety valve, so that the pressure shall not exceed 100 
pounds per square inch? 
ace’ ed BINED. 0c cccccccvccccesscoccse 


POOR HORE HERE HEHE TEETH EEE Eee te eereeeee 


ADOCRMAS POONSUBS: 000 000000 ccccceceveecesevecees eee 114.7 Ibs, 
BRIS Who ccc cccccvccccccccccccoecvccescondecoopocesoces 51.43 





5,869-+ 

2,000--5,899—0.339 + —area of opening in square inches. Know- 
ing the area of opening required, if the lift is fixed, the diame- 
ter of the valve that will furnish the requisite opening with the 
given lift can be calculated. There are three general cases for 
which rules will be given : 

Ast. When the valve has no bevel—Multiply the lift of the valve 
by the number 3.1416, and divide the area of cpening by this 
product. 


Example.—A safety valve is required to have one inch area of 


opening, with a lift of 4 inch. What should be its diameter ? 
Wi vsncccoccccccccccccocs 0000 006060s00ese ce cess ecoeesegcoce 0.26 in 
Multiply Dy... ccccccccccccccccccccccecosseeccoscces sescee 3.1416 
0.7854 
0.7854) 1.0000 


Diameter of valve............+.+++-1.274 inches 
2d. When the valve is beveled, and the lift is less than the depth 
of seat: 

1. Multiply the square of the lift by the square of the sine 
of the angle of inclination, by the cosine of this angle, and by 
the number 3.1416. 

2. Multiply the lift by the sine of the angle of inclination, 
and by the number 3.1416. 

8. Subtract the first product frompthe area of opening, and 


c 
. | Subtract 








of seatis 4% inch. It is to lift % of an inch, and give an open- 
ing of 144 square inches, What should be its diameter ? 

CRRRD OF BER 52000 0:000000000g 00 00cc0enceteebees sonckeneneah 0.141 
BRSO NE GEMS OF BD® ....... cv00-cccerecese00deeneee0 o00 seccccece 0.281 
Their product 
Cosine of 32° 


eee eee ETOP eee Cee eee eerrre cere errr rer rr err T ey 


ee ee eee ee eee eee eee eer COC eeerr reer rr eer reer ere 


eee eee 
Area of opening 
Subtract 


POR REO H ee HERO OEE EE He SHEE EEE EH OEEE EEE EEE EEES 





eee POCO CPO CCOCCOOCCSCCOOC COCO CC eT ee errr ee ere Ty 


Their product 


0068000000 04.00000000008000000000.0004000 00000000 0.199 
BONE OY. occcccccccccccccecevecscecccbecencececesbececeses 3.1416 
RE WO BD o ne 2 6.0:5k0.50500s 4 6c0tnncces cress penstéesaaceetes 0.625 


Dividing 1.393 by 0.625 we have 
Diameter of valve=2.23 x inches, nearly. 

3d. When the valve is beveled, and the lift is greater than the 
depth of seat: 

1. Multiply the square of the depth of seat by the square of 
the sine of the angle of inclination, by the cosine of the angle, 
and by the number 3.1416. 

2. Multiply the depth of seat by the sine of the angle of incli- 
nation, and by the number 3.1416. 

8. Multiply the difference between the lift and depth of seat 
by the number 3.1416. 

4. Subtract the first product from the area of opening, and 


divide the difference by the sum of the second and third pro- 
ducts. 


Example.—A safety-valve has a bevel of 38°, a depth of seat 
of 4% inch, and is required to give an area of opening of 2 
inches, with a lift of 4% inch. What should be its diameter? 
Square of depth Of BCAt......sccecevecccccsescvecsesesseecsece 0.0626 
Square of sine Of B3°..........cccccrecccvccecvvccsscccvevesecs 0.297 


Product J 
Combe Of BO7 0. ccccccccccccncscccccccccescen ceoccceccnescctcee 0 


Product.... 
Multiply by.... 


Area of opening 
ONR. v06 0.00008 4000000000006 060600 
DRIES 10 cccccc coccccccccccccccccoccevececocccccsesescees 


Depth of seat .. 
Sine of 38°........ 





Their product 











Multiply by ...... 
ADA WO BAVA. 000.00 000000rcccccccnvecnececnsccvece 00000ses 0.427 
Bubtract depth of sent ....cccccccccccccccccccccceseessccsecesce 0.25 
The differertce is sit Reieanibsdbbaushsedtuinendaeeaaal \ 
BERS aly Wy 0 o.00.0.0000000000000 0006000000 0000000000806 ve0eceee 9.1416 
Ana the produc 06 ..00cccccccccccrecccesosescoccovecosoce 0.785 
9090.00 90009-400000600R000000006000090600000086880S000SS00N08 0.427 
1,212 


Now 1.95 diviled by 1.212 gives the diameter of valve=1.61 
inches, nearly. 
It may be useful to give a summary of the foregoing rules. 
To find the proper diameter for a safely-valve : 
1. The number of pounds of water evaporated per hour is 
equal to the area of the grate in square feet multiplied by, 
155. {For stationary and marine 
boilers with natural draft ; 


210 es stationary and marine 
* {boilers with forced draft; 


600. For locomotive boilers. 

2. Find the area of opening required to discharge this weight 
of steam per hour, the pressure of steam being given. 

8. Find the diameter of ao valve that will afford the required 
opening, with a given lift. 

Example.—A stationary boiler with natural draft has 36 
square feet of grate surface, and the pressure of steam is 90 
pounds. What should be the diameter of the safety-valve, the 
valve to have a bevel of 45°, a depth of seat of % of an inch, 
and to lift 4% inch? 


GEALO GUTINCE... croc ccccceccccccccersscccecevdgoovesoooores 3.6 
Multiply Dy......-cccccoe cocsecccccsecessevesescess eerceeee 186 
Pounds of water evaporated per hour..........-s0eeeeseeee 4,860 
Steam pressure, Por GAUGC.......eseceececeesseeeees ccccccce OD 
Wccccccesecsccccccgcerencss cee vvceeccesoonebesesonobosses 4.7 
Total Pressure. ....cccccccccsccrcescccsceces evcscccccs 104.7 
Multiply Dy.......cscccccccsccece 100 ccccccccssice ceveccccce 51.43 


4,800—5,384.7 
Gives area of opening in square inches........... 
Square Of lift..........eeseeeceeeeeees 











0.0625 
Square of sine of 45° 0.5 
Thelr product. ...ccccsccccscccesccocscoccescos e@edcccccese 0.081 
Multiply by cosine Of 45°......-..cseeccseceeeeeeeeeeeees sees 0,707 
AMG WO WAVO..000 co cccoccccccccccccsccccccccccescesooecceooee 0.022 
Which, multiplied Dy...< cccccccccccccccccvessevesocece oooee 9.1416 
GAVEB. cccccccccccccccccccccccccccccccecesscccsesesecceseooece 0.069 
Aved Of CPUMING..... 0 ccocccccccccccccccsccccessesccceseceecs 0.903 
: BADETACE, oc ccccccccsccscccccodecccccccovccesccsepeestsveesee 0.069 
0.83 
0.26 
0.707 
\'. PPTITITITIIITTIILILITTEL CLT 
Multiply Dy .0..00.ccccecccvcconcccotecscoopnesoesecse esceeee 9.1416 
ProOwets.occcoccicecccss cbvecdccvccdeccosccs cvvescccccesed 0.556 


0.884+0.556=1.5 inches—diameter of valve. 


The algebraic expressions for the preceding rules are given 
below: 


Let 
D=diameter of valve, in inches. 
l=lift " - 





divide the difference by the second product. 





Example,—A safety valve has a Level of 32°, and the depth 





a=angle of bevel. 
d=depth of seat, in inches, 
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A=area of opening in square inches. 
W=pounds of steam to be discharged through the safety 
valve per hour. 
P=pressure of steam, in pounds per square inch, as shown 
by gauge. 
p=—absolute pressure of steam, in pounds per square inch, 
p=P $14.7 


51lASAp 
1. When the vulve has no bevel: 


3.1416 x1 
2. When the valve is beveled, and the lift is less than the depth 
of seat: 
a A—3.1416 X 12 X (sin a)2 Xcos a 
 §.1416X0X gin a 
8. When the valve is beveled, and the lift is greater than the 
depth of seat: 





A—3.1416X d2X (sin a)2X cos a 
$.1416X (dX sinajl—d) 
4. When the bevel of the valve is 45°, and the lift vs less than the 
depth of seat: , 





A—1,11 X 1 
~ 9.92 x1 
5. When the bevel of the valve 1s 45°, and the lift is greater than 
the depth of seat: 
A—1.11 X da 


“gaa xd ; 8 1416 X (l—d) 
6. When the bevel of the valve is 380°, and the lift is less 
than the depth of seat: 
A—0.68 X la 
D= —-— 
157 Xl 
7. When the bevel of the valve is 30°, and the lift is greater than 
the depth of seat: 








A—0.68 X da 


. 1.57 X d }. 3.1416 x (l—d) 

It would be a good plan for those who have charge of steam 
boilers to experiment with the safety-valves, and sce whether 
they conform to these rules. It will be easy to measure the 
lift of a valve, when it opens under the highest pressure of 
steam that 1s to be carried on the boiler to which it is attached, 
and the other data needed can be readily ascertained. To de- 
termine the bevel of a valve, measure its greatest and least di- 
ameters, together with the depth of seat. Then divide half 
the difference between the diameters by the depth of seat, and 
the quotient is the tangent of the angle ofinclination. The 
algebraic expression is as follows: 








Let 

T= poets diameter of valve, in inches. 

. i eas “ “ “ 
d = depth ” " 
a= eat of inclination. 

—t 
tan a = 
2d 


The tangents of angles from 20° to 50° are given in the ac- 
‘ companying table, and it will be sufficiently accurate in any | 
example to take the angle corresponding to the number in the 
trble that is nearest to the calculated quotient. 

Example.—The greatest and least diameter of a valve are 
46-10 and 4 inches, respectively, and the depth is % inch. 
What is the bevel ? 

Greatest diameter............ sese- Cocccccccvescoccccccccnocces 4.6 
Least WW (RAEN EU GESSEMERET ECU SSS CESRCE CORDS oo 02scnecie 4. 





Tangent of angle of inclination...............cccceeeseeees 0.6 
From the table, it appears that the angle corresponding t 
this is nearly 31°. 


Table of Tangents from 20 to 60 Degrees. 
~ Angle. 











Tangent. Angle. | ‘Tangent. 

20° | 364 36° | 127 
21° 384 87° | 154 
22° 404 38° -781 
23° 424 39° | -810 
24° 445 40° 839 
25° 466 41° 869 
26° .488 | 42° -900 
27° .510 | 43° .933 
28° 532 | 44’ | -966 
23° -554 45° 1,000 
30° , ae } 46° } 1.036 
31° 601 | 47° | 1.072 
32° .625 | 48° 1.111 
33 549 49° 1,150 
34° 675 50° 1.192 
oe -700 | 

















[To BE CONTINUED. } 








Carrying Sporting Dogs 
PHILADELPHIA, August 5, 1875. 
To THe Eprror oF THE RAILROAD GAzETTE: 

In your issue of November 21, 1874, there was a contribution 
signed ‘‘ Many Sportsmen,” and editorial comments thereon, 
relative to “Carrying Sporting Dogs.” Will you permit me to 
add a few words on this subject, the result of personal observa- 
tion as to the practical working of a dog tariff on a p: omi- 
nent railroad of this country? In November, 1867, instructions 
were furnished to station agents and baggage masters on the 
Philadelphia, Wilmington & Baltimure road to adopt a certain 
scale of charges for the transportation of dogs in baggage cars, 
and, with some modifications, that arrangement has been kept in 
force to the present time. The writer has had ample means 
for securing information in the premises from the management 
and employes of the road. He therefore feels justified in stat- 
ing that the system has never been ntended to be a source of 
revenue per se, but rather as a means of giving character to 
the exercise of that spirit of accommodation to which you just- 
ly allude, as well as for the purpose of indemnifying the com- 





pany against possible loss in thus accommodating the public 


If, as your former contributor states, the income from dogs 
has, in other directions, been a perquisite for the baggage 
master, it is here paid over to his employers, and the condition 
of irresponsibility in the former instance obviated thereby. 
If, through negligence or unavoidable accident, the dog hap- 
pens to sustain injury for which the party furnishing transpor- 
tation is called upon to pay, it is eminently proper that the 
latter should have some source from which to draw the neces- 
sary means; otherwise, it can hardly be expected to continue 
the extraordinary accommodation—extraordinary, because en- 
tirely additional to the usual basis of service and facilities on 
which passenger fares are established, The equity of the sys- 
tem on the road I quote (and if there be any American road 
which takes precedence over it in any systematic arrangement 
of this dog business, your readers can probably inform me) is 
further demonstrated by its tariff. Over a distance of a hun- 
dred miles the charge varies from 15 to 75 cents, and the rate 
per mile from five mills toonecent.. These figures compare fa- 
vorably with the rate you quote for the Northern (France) Rail- 
road, viz., 0.53 cent per mile; and on the London & Northwest- 
ern road the responsibility is limited to $10, with a large in- 
crease in tariff for excess valuation or liability. I may add that 
the system here is commended by passengers and gives general 
satisfaction, 

It has not been the practice in this connection to check 
guns, on account of the probability that some of them may 
be loaded, and thus become dangerous articles for a baggage 
car in particular. Dogs can be tied and muzzled, but not so 
with guns. It is possible, however, the time may be near at 
hand when there may be such positive guarantees given against 
this kind of carelessness as to enable railroad companies to ad- 
mit guns to their cars as ordinary baggage, checking them ac- 
cordingly. Bow-wow. 


Keeping Freight-Car Mileage. 





Central Pacific Railroad ) 
and Lines Operatedby C. P. R. BR. Vo., : 
San Francisco, July 31, 1875. j 
To THE Epiror oF THE RAILROAD GAZETTE : 

In reading your article on ‘Car-Wheel Mileage” in the 
Gazette of July 17, I notice your remark, “That so far as you 
know there is no road which keeps any account of wheel 
mileage excepting on passenger equipment,” and desire to 
say that, appreciating the importance of keeping an account of 
the mileage of cars, I commenced in 1870 such an account, and 
at the same time a record of wheels. ‘This record shows the 
mileage of ak cars in service, with date put in, taken out, name 
of maker and cause of removal. I had several reasons for com- 
mencing such records, among which were the following: That 
we might calculate, or at least have a basis for calculating, the 
relative monthly or yearly expense of maintaining our cars ; 
also that we might know positively what our wheels were 
doing. Wesoon found that the second reason was of greater 
importance than at first anticipated. Our wheels were pur- 
chased in Eastern markets, and mostly under a guarantee of 
running a given number of miles. It was soon made apparent 
that none were fulfilling the ‘ce tract nominated in the bon1,” 
which led to investigations, resulting in various facts hitherto 
unknown; among others, that a large proportion of whcels 
being removed were from the result of being flat, which, while 
being no defect in the wheel, brought to prominent notice a 
wrong system prevalent among train-men on most roads, 7. e., 
that of making the brakes of one car, oftentimes, do the work 
of two or three. We have cases on record where wheels put under 
cars on our Mountain Division were flattened and completely 
spoiled in their first run of less than 120 miles. These facts, 
and others obf&inable from our records, when laid before proper 
authority resulted in a more equal distribution of the strength 
of our brakemen, whereby they made other and more whcels 
do the service formerly performed by a less number, and this 
of course resulted in a material decrease in the number of flat 
wheels. In addition to these local difficulties, which when 
known are so easily remediel, we soon were enabled to tell 
what make ot wheels was serving us best, and in purchasing 
could be governed by a knowledge of what each make of wheels 
had actually done on our own road, and were not obliged to 
stand a comparison on wheels whose life or service was based 
upon the number of days or months they had been in service. 
This knowledge, which can only be arrived at through a system 
of keeping the mileage of cars from which the wheelage is 
obtained, affords the purchaser information which is at once 
valuable to him and others buying or using wheels. The man- 
ufacturers of wheels, when once aware that a record of the 
service of all wheels is being kept upon all roads, will, to say 
the least, naturally feel like knowing that they are selling good 
wheels; while perhaps under other circumstances “ignorance 
woul: be bliss.” Of the expense of keeping up the reports and 
records necessary to make them of value, Ido not purpose to 
speak. Whatever it may be, I am firmly of the opinion—and I 
think our General Superintendent and Master Car Builder will 
bear me out in it—that it does pay to keep car mileage. 

C. A. Grow, 
Auditor Motive Power and Machinery Department. 

(Mr. Grow’s testimony thus confirms the opinion we 
have expressed that it will pay to keep car-mileage, freight 
as well as passenger, and for the reasons which we have 
intimated, tliat, aside from the positive information which 
it gives concerning the life of wheels and cars, it enables 
the manager of a road to ascertain many particulars con- 
cerning his business, and to adjust his rules accurately to 
them, where otherwise he would be in the dark, or at least 
have many imperfect data on which base conclusions and 
form policies. That is, there are many matters concern- 
ing the working of a railroad, a knowledge of which is 
necessary in order to Gevise the most effective and 
economical method of working, which can only be as- 
certained by keeping a record of the mileage made by 


cars, If such a record is not kept, the facts are not 
known and must be largely guessed at; if they 
are known imperfectly, the basis from which 
rules must be deduced will be imperfect, and will quite 
probably lead to errors in the methods of work based 
upon such imperfectly known facts. We cannot make 
the working of a railroad an exact science, but we can ap- 
proximate exactness in our knowledge of the facts, and 
only in this way can we attain the greatest possible suc. 
cess in working. It is well to bear in m nd that the com- 
piny which not keep a record of the mileago of all its 
cars, has, after five year’s experience, found its adyantage 
in it. - Eprror Rarnroap Gazette. } 








Traffic on a Single Track on the Chicago, Burling. 
ton & Quincy Railroad. 





Cuicaao, August 3, 1875, 
To THE EprTor OF THE RAILROAD GAZETTE : 

An article in your number of July 10 gave the business of the 
Rochester Division of the Erie Railway (single track) for June, 
1875, a8 22,277 freight cars, loaded and empty, and 12 daily 
(week days) passenger trains, and asks if any single-track road 
can show a larger business. 

During the summer and fal] of 1871, the Chicago, Burlington 
& Quincy Railroad, between Chicago and Aurora (then single 
track), had a larger traffic for several months. That of Sep- 
tember was as follows : 


No. of freight cars, loaded and empty.........seceesceeeeeceees 28,961 
¢ PRBBONEL trains......cccccccvccccccsccvccccccrecessoces 640 
#  EMpty ENGINES. .....cccccccccvepeccccsesscesccessseseses 
6 QEOVEl BPRINB eco ccccccccccccccecccccccccccccsccessesceses 90 


Eight hundred and eight of the freight cars and 8 passenger 
trains were moved on Sundays, leaving the number moved on 
the 26 working days : 








28,153 freight Cars, OF......0cccccccccscccscccccccs 1,082 85-100 per day 
632 passenger trains, 0 SS oa 6 
90 gravel trains, or... 3 45-100 “ “ 
X. 





Origin of the Pennsylvan 


ia Joint Splice. 





Pennsylvania Railroad Company, ) 
Office of Engineer of Maintenance of Way, 
PHILADELPHIA, August 6, 1875. 
To THE EpITOR OF THE RAILROAD GAZETTE : 

In your notice of the Pennsylvania Railroad splice, you men- 
tion that it was ‘evolved from the New York & Erie Railroad 
splice.” Please allow me to state that this splice, in substan- 
tially the same form that it is at present, was used on the 
Pennsylvania Railroad Company’s bridge across the Susque- 
hanna in the beginning of the year 1870, for the purpose of 
preventing the rails from ‘‘ creeping” on the bridge stringers, 

Wm. H. Brown, 
Engineer of Maintenance of Way. 





The Victor Track Drill. 


This machine, the invention of Mr. J. H. Lakey, a master 
mechanic of the Chicago & Northwestern Railway, an engray- 
ing of which is given herewit!), is for track men to use in drill- 
ing holes for fish-plate bolts without removing the rail from 
the ties. It is attached to the top of the rail, where it is held 
in place by a wide key, the drill being worked by a ratchet and 
lever. The drill is made from a % piece of steel, 4 inches in 
length, and slides into a °% square hole in the head, while the 
tail screw butts against it and drives it forward. In case it is 
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necessary to take the machine from the rail quickly, the ke/ 
1s knocked out, and at any stage of the work it can be drawn 
back, slipping the drill from the socket, or square hole, thus 
letting go and enabling the operator to remove it instanta- 
neously. The patent for this drill bears date of March 29, 
1875. More than 500 are reported to be now in use, 250 on the 
Chicago & Northwestern. Mr. C. Lakey, long the General 
Agent for Colonel Miller, inventor and owner of the Miller 
platform, has the general agency for the Victor drill, with an 
office at No. 6 Park place, New York. 


Safety-Valve Tests. 


The Board of Supervising Inspectors of Steam Vessels, at ~ 
last annual session in January, appointed a committee to make 
an experimental test of all steam boiler safety-valves “a 
may be submitted for examination, and which are belieee 0 
embody principles of action superior to those of the safety- 
valve in common use. The valves presented must have y howd 
form area of opening of five square inches (2.525 inches ave 
eter), and will be submitted to the following competitive © 
amination: 

1. Capability of discharging any excess of steam above & 
fixed working pressure. f 

2. The limits of pressure within which the valve will open 
and close. 

3. Uniformity of action at different pressures. 








4, Reliability of action under continued use. 
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5. Simplicity of arrangement and facility of management. 

The valves will be tested at a pressure not less than twenty 
nor more than eighty pounds to the square inch, and are not 
required to be provided with an inclosing case. 

All valves must be operated by the pressure of the steam, 
and the greater diameter of opening for double-seated valves 
will be the same as for single-seated valves. 

The flange for attaching to boiler must be eight inches diam- 
eter, flat face, without bolt holes. 

The proposed tests will be commenced on the 13th day of 
September, 1875, in the city of Washington, and all valves sub- 
mitted must be boxed and sent by express (charges prepaid) to 
* Commodore T. H. Patterson, Commandant of the Navy Yard, 
Washington, D. C.,” marked “‘ Safety Valve,” and inclosed with 
each valve will be a communication addressed to the Committee 
of Examination, setting forth what superiority is claimed for 
the valve therewith submitted, and signed by the person pre- 
senting the same. 

All valves must be delivered on or before the 6th day of 
September. 

single representative for each valve will be admitted to 
witness these tests, on application to the subscriber. 
WiLLiAM BuRNETT, 
inpeveing Inspector General, Treasury Department, Wash- 
ington, D. C. 








General Railroad Mews. 


PERSONAL- 


—Mr. John C. Noyes, General Freight Agent of the Indian- 
apolis & St. Louis, has declined the position of General West- 
ern Agent of the White Line, which was offered to him. 

—It is said that under the finding of the Coro- 
ner’s jury in the case of the Rockaway accident, the District 
Attorney of Queens County, N. Y., will bring Mr. Poppenhu- 
sen, General Manager of the Southern Railroad of Long Island 


before the Grand Jury, witha view to having him indicted and 
tried for manslaughter. 


—Mr. John Costigan, a prominent lawyer of Albany, N. Y., 
‘who died August 6, aged 77 years, was a railroad man in his 
youth, having been Superintendent of the old Mohawk & Hud- 
son road from 1833 to 1838. ‘ 


—Mr. John Shine, a well known and successful railroad con- 
tractor, died at his residence in Lansing, Mich., August 6 
aged 59 years. He began work as a contractor in 1854, an 
graded 30 miles of the Detroit & Milwaukee. He subsequent] 
held contracts on the Flint & Holly, the Jackson, Lansing 
Saginaw, the Kalamazoo, Allegan & Grand Rapids, the Port 
Huron & Lake Michigan, the Northern Central and other 
Michigan roads. He leaves alarge family. 

—Mr. W. W. Vass, who was recently re-elected Treasurer of 
the Raleigh & Gaston Railroad Company, has been an officer of 
the company 31 years. He was chosen ‘Treasurer in 1844, held 
that office until 1850, was President in 1850 and 1851, and has 
been Treasurer ever since. 

—Col. George A. Merrill has resigned his position as Super- 
intendent of the Connecticut & Passumpsic Rivers Railroad, to 
take effect September 1. 














—Mr. Z. V. K. Wilson has resigned his position as Assistant 
Superintendent of the Rutland & Washington Division of the 
Daseure & Hudson Canal Company’s lines. He has been con- 
nected with the road for 23 years, first as General Freight 
Agent and then as Superintendent. 


—It is said that Mr. B. W. Healey has resigned his position 
as Superintendent and General Manager of the Rhode Island 
Locomotive Works at Providence. 


—Mr. George L. Dunlap, for many years connected with the 
Chicago & Northwestern Railway, as Chief Engineer, General 
Superintendent, and finally General Manager, has been a 
pointed by the Mayor and confirmed by the Common Council 
as City Marshal of the city of Chicago, a new office which takes 
the place of the Board of Police Commissioners, we believe. It 
will be Mr. Dunlap’s duty to keep Chicago peaceful and vir- 
tuous. 

—Mr. Hugh J. Jewett, President and Receiver of the Erie 
Railway, while driving from the steamboat landing to his sum- 
mer residence on Staten Island, on the evening of August 9. 
was thrown from his wagon by taking too quick a turn and fell 
heavily to the ground. One of his legs was fractured above 
the knee, and his face was somewhat bruised. His leg was 
promptly set, and at latest advices he was os very well, and 
though of course not able to move from his bed, was able to 
attend to business. His room is to be connected with the Erie 
ollices by a special wire, so that he can be promptly informed 
of all matters needing his attention. 

—The investigation into the accounts of John Miller, alias 
Woodruff, Secretary of the Contract & Finance Company, has 
been completed, and disclosed a deficit of about $1,000,000. 
It is said, however, that the company will lose nothing, as it 
has property of Miller’s which is increasing rapidly in value, 
and which has more than made up what he wasted. Miller 
was not delivered to the authorities, but his whereabouts was 
kept secret, and it was reported in California that he had gone 
to China on the last steamer. The latest dispatches say that 
the San Francisco criminal court had made a demand upon 
officers of the company for his delivery or information as to 
where he could be found, 

—Mr. E. M. Livingston, Division Superintendent of the Can- 
ada Southern Railway, died very suddenly at St. Thomas, Ont., 
August 7, while sitting at his desk. 








ELECTIONS AND APPOINTMENTS. 





Monticello & Port Jervis.—Mr. Millbaugh has been appointed 
Superintendent, in place of Mr. M. V. Heller. 

Boston & New York Air Line.—Mr. W. H. Turner, late of the 
Portland & Rochester, has been appointed Superintendent, in 
place of Mr. George H. Bishop, resigned. 

Holyoke & Westfield.—J. C. Parsous has been elected Presi- 
dent and G. W. Prentice Clerk and Treasurer. The road is 
leased to the New Haven & Northampton. 

Jonnecticut Central.—The stockholders have voted to increase 
the number of directors from nine to eleven, and have chosen 
a8 the two new directors E. 8S. Henry, Rockville, Conn., and A. 
D. Bridge, Hazardville, Conn. 

White Line.—Mr. J. H. Steiner, of Cincinnati, has been ap- 
og General Western Agent, with headquarters at Indian- 
&polis, 

Tlinois Midland.—The Indianapolis Journal says: “ Mr. H. 

. Hinman, recently General Freight Agent of the Jefferson- 
Ville, Madison & eae road has accepted a similar posi- 
tion with the Illinois Midland road. 

Paducah & Memphis.—The United States Circuit Court has 


§ppointed C.H. Allen and W. H. Smithers Receivers, in the 
foreclosure suit. 


mville, Oliey & Ohio River.—Mr. Samucl Shy, of Kansas, 
i, is President and Mr. P. Pomeroy Chief Engineer. Wm. 
EK. Henry & Co., Joliet, Ill., are the contractors. 
Paw Paw.—At the annual meeting in Paw Paw, Mich., 
August 2, the following directors were chosen: Vdwin Martin, 
Aaron Van Auken, Charles A. Harrison, Paw Paw, Mich.; 


| Henry Ford, Frank B, Adams, Napoleon B. McKinney, T. C. 
Ford, Layton, Mich. The board then elected Edwin Martin, 
, President; T. C. Ford, Secretary; Charles A. Harrison, Treas- 
urer, and John Ihling, Superintendent. 

Connecticut & Passumpsic Rivers.—Mr. J. M. Lunt, formerly 
of the Maine Ceniral, has been appointed Superintendent, in 

lace of Col. George A. Merrill, resigned. e change will 
ake place September 1. 

Springfield, Athol & Northeastern.—At the annual meetin 
recently the following directors were chosen: Wm. Birnie, 
Homer Foote, W. B. Kimball, Charles R. Ladd, Willis Phelps, 
Springfield, Mass.; Thomas H. Goodspeed, John C. Hill, Athol, 

ass.; Samuel Adams, New Salem, Mass.; J. W. Goodman 
Dana, Mass.; Stephen P. Bailey, Greenwich, Mass.; Edward 
Smith, Enfield, ass. Mr. Kimball succeeds Rufus D. Woods 
and is the only new director. Mr. Willis Phelps was re-elected 
President; Edward Smith, Vice-President; T. H. Goodspeed, 
Clerk and Treasurer. 

Marietta, Pittsburgh & Cleveland.—Mr. A. J. Warner, Presi- 
dent of the company, has been appointed Receiver. 

Syracuse Northern.—Mr. Marcellus Massey, who bought this 
road at the recent foreclosure sale, has appointed J. W. Moak 
General Superintendent ; E. M. Moore, General Freight Agent ; 
H. T. Frary, General Ticket Agent; J. A. Lawyer, Treasurer ; 
J. W. Brown, Division Superintendent. They are all officers of 
the Rome, Watertown & Ogdensburg, of which Mr. Massey is 
President. 

Hanover Junction & Susquehanna.—Mr. Samuel Mifflin hav- 
ing resigned, his son. Mr. George Mifflin, has been appointed 
Chief Engineer in his place. 

Hannibal & St. Joseph.—-Mr. R. 8. Stevens, late of the Mis- 
souri, Kansas & Texas, has been appointed General Manager of 
this road. It is said that the appointment is satisfactory to all 
the parties in the direction. 

Ulster & Delaware.—The officers of this company, which is 
a reorganization of the New York, ——— & Syracuse, are as 
follows: Thomas Cornell, President; 8. D. Coykendall, Vice- 
President; A. Benson, Secretary and Treasurer; Louis Blank- 
enhorn, Auditor; Frank J. Hecker, General Superintendent; 
George Coykendall, General Freight and Ticket Agent. The 
offices are at Rondout (Kingston), N. Y. 

Rhinebeck & Connecticut.—Mr. Frank J. Hecker is General 
Superintendent and Mr. Louis Blankenhorn General Freight 
and Ticket Agent. The offices are at Rondout, N. Y. 

South Mountain & Boston,of New York.—This company has 
been organized with the following directors: Daniel Thompson, 
Middletown, N. Y.; Thaddeus Hait, Modena, N. Y.; C. A. Wor- 
tendyke, Wortendyke, N. J.; Isaac Wildrick, Marshall Hunt, 
Blairstown, N. J.; Aaron O. Barton Hainesburg, N. J.; Wm. H. 
Bell, Jamestown, Pa.; Jacob Van Horn, John Bushnell, of New 
Jersey; J. G. Heilman, John C. Westbrook, E. Wilson, F. R. 
Trill, of Pennsylvania. Nearly all the directors are also di- 
rectors of the South Mountain Company of Pennsylvania, or 
the South Mountain & Boston, of New Jersey. e board 
elected officers as follows: President, Wm. H. Bell, Jamestown, 
Pa.;* Vice-President, Aaron O. Barton, Hainesburg, N. J. 


Baltimore & Ohio.—Mr. Wm. M. Clements has been appoint- 
ed General Agent, and Mr. C. M. Heald, Cashier, at ust 
Point Station, Baltimore. 


Rapid Transit Commission.—Mr. Samuel H. Shreve, a well- 
known bridge engineer of recognized ability, was appointed 
Engineer of this Commission August 4. Mr. Shreve is the 
author of an excellent treatise “On the Strength of Bridges 
and Roofs,” published by Van Nostrand. 


Binghamton & Port Dickinson.—The board of directors has 


elected officers as follows: President, 8. D. Phelps; Vice-Presi- 


dent, B. R. Johnson; Secretary, Benj. De Voe ; Treasurer, A. C. 
Matthews. 


Boston, Revere Beach & Lynn,—Mr. EF. 0. Britton, late of 


the Vermont & Massachusetts, has been appointed Road 
Master. 


Railroad Earnings. 


The following companies have reported earnings for the 
periods given: 


Year ending July 31: 

















16 per cent. The exports from San Francisco by this line were 
for the last half-year, 10,978 tons by the Panama line and 11,236 


tons to China and Japan. The companies’ eastward traffic from 
China and Japan was: 








1875. 1874, Inc. or Dec, P.¢. 

From New York.,...... 4,128 7,224 Dec. .3,096 43 
From San Francisco.... 14,367 10,094 Inc... 4,273 42 
WAM ccccescnsee 4 19,495 17,318 Inc.. 2,177 6 


Flour and Grain Movement, 


For the week ending July 31, receipts and shipments were : 
Flour: 


1875. 1874. _—iInc. or Dec. P.c 
Lake ports’ receipts.:.... 115,044 84,702 Inc.. 30,342 85,8 
o “ shipments,..... 108,295 104,006 Inc.. 4,289 41 
Atlantic ports’ receipts. 147,484 45,4556 Dec. 17,971 166 
Wheat: 
Lake ports’ receipts..... 2,329,018 1,041,803 Inc..1,267,125 193.5 
a “ shipmcents..... 1,819,741 785,669 Inc..1,034,072 131.6 
Atlantic ports’ receipts.. 1,079,072 721,294 Inc.. 857,778 49.6 
Corn: 
Lake ports’ receipts..... 1,840,466 1,999,437 Dec.. 168,971 8a 
os “ shipments 1,733,914 1,195,015 Ine.. 399 8648.1 
Atlantic ports’ receipts.. 965,716 1,864,677 Dec.. 898,961 42.9 
Grain of all Kinds: 
Lake ports’ receibts..... 4,424,392 3,680,886 Inc.. 143,506 20.2 
” “shipments ..... 3,728,180 2,201,940 Inc . 1,526,240 69.4 
Atlantic ports’ receipts.. 2,287,218 2,808,327 Dec.. 621,109 18.6 
For the calendar year from Jan. 1 to July 31, seven monthe, 
the receipts and shipments have been : 
Flour: 1875. 1874. Decrease. P.¢, 
Lake ports’ receipts..... 2,658,885 3,539,831 830,046 24.9 
a shipments... 2,803,748 3,356,845 663,097 16.3 
At antic ports’ receipts.. 5,131,758 6,003,258 871,500 14.5 
Wheat : 
Lake ports’ receipts...... 30,381,288 42,963,253 12,581,965 29.3 
S shipments... 26,600,946 33,455,125 6,854,179 20.5 
Atlantic ports’ receipts.. 22,971,301 36,381,164 13,409, 36.8 
Corn: 
Lake ports’ receipts....... 27,736,519 38,390,716 10,654,197 27.7 
7 shipments ... 21,666,232 27,567,714 5,901,452 214 
Atlantic ports’ receipts... 29,329,479 33,659,520 4,330,041 13.0 
Grain of all kinds: 
Lake ports’ receipts ..... 71,835,461 98,907,361 27,071,900 Q74 
o shipments. ++» 57,148,493 = 73,727,156 16,578,733 22.6 
Atlantic ports’ receipts.. 62,348,857 81,554,948 19,206,001 23.5 
For the crop nee the twelve months ending with July, the 
receipts of Northwestern ports, including St. 


uis and Peoria 
as well as the lake ports of Chicago, Milwaukee, Duluth, Detroit, 
Toledo and Cleveland were, for the four years past; as follows: 














1874-5. 1573-4. 1872-3. 1871-2. 

Flour, bbls 5,312,865 6,203,989 5,781,225 5,043,864 
Wheat, bush 64,906,024 84,298,228 833,138 39,725,674 
Corn, bush 46,396,325 65,028,352 62,423,240 69,585,706 
Oats, bush. 22,369,415 26,867,098 20,143,324 28,910,400 
Barley, bus’ 6,739, 6,017,898 9,129,913 385,563 
Rye, bush 1,196,010 1,774,711 1,901,338 2,760,027 
Total grain, bush.... 140,607,762 183,986,287 157,430,953 147,376,400 
Flour to bush....... 26,564,325 31,079,946 28,926,125 25,219,320 

Grand total, bush.. 167,172,087 215,006,232 186,337,078 172,595,760 


Taking the figures in the last line, which represent the ag- 
gregate flour and og receipts, we find that the receipts of 
the last year were less by 20% cent, than for 1878-74, lers 
by 1024 per cent. than for 87: 73, and less by 3% per cent, 
than in 1871-72. The wheat movement, however, was larger 
than for any other year except last year, and 60 per cent, 
greater than in 1871-72. 


For the week ending August 7 Chicago receipts were: 








1875. 1874. Inc. or Dec, P.c¢, 

Flour, ODIs... .ccccccccccece 37,561 25,336 Inc.. 12,235 440 

Grain, bush... .....,.....-1,186,860 1,326,853 Dec..139,008 16.3 
and the shipments were: 

1875. 1874, Inc. or Dec. P.¢, 

Flour, bbls. -o>- 99,625 19,268 = Inc.. 20,267 106.5 

Grain, bush... +- 1,460,308 2,334,439 Dec..874,131 37.6 


Ooal Movement. 
The coal tonnages reported are for the seven months endi 
with July, the period for the Anthracite, Cumberland, Broa 
Top and Barclay regions, closing with July 31, for the otherg 
July 28, the reports in all cases being made by weeks and not 

by months, The tonnage returns are as follows: 





Anthracite: 1875, 1874. Inc, or Dec, P.c, 
Delaware & Hudson Canal Co. 1,840,629 1,389,414 Inc, 461,215 32.5 
Delaware, Lacka. & Western. 2,070,079 1,557,157 Inc. 512,942 32.9 
Pennsylvania Coal Co....... 57, 729,373 Inc. 28,204 38.8 
Central, of New Jersey...... 631,131 1,335,107 Dec, 703,976 4 
Lehigh Valley ..........++++ 987,617 2,393,342 Dec.1,405,726 68," 
Pennsylvania & New York... —_ 66,303, 36,289 Inc, 80,014 82.7 
Philadelphia & Reading.... 1,540,450 2,690,960 Dec.1,149,500 42,6 
Northern Central and Sum- 

mit Branch.........s.00++ 673,610 492,852 Inc. 180,758 36.7 
Dan., Hazleton & Wilkesb're. 41,964 19,497 Inc. 22,467 115.2 
Pennsylvania Canal......... 65,005 170,571 Dec. 105,476 61.8 

Tutals .oorcccccccscccscece 8,674,545 10,824,592 ; Dec.2,148,987 199 


Decrease und increase alike are in a great measure explained 
by the long and obstinate strike which closed up the mines of 
the Lehigh, Wyoming and Schuylkill regions, and thus neces- 
sarily stimulated production elsewhere, Since the strike ended, 
however, the companies working in those regions have shown 
an enormous increase, 


Semi-bitum inous: 1875. 1874. Inc, or Dec. P. +, 
Huntingdon & Broad Top........ 127,110 141,538 Dec. 14,428 10.2 
East Broad Top..... POCO T TT, 26,426 ...ceeee Inc, 26,426 .... 
Bellefonte & Snow Shoe......... 40,203 36,226 Inc. 3,977 110 
‘Tyrone & Clearfield............+ 477,140 373,477 Inc.103,663 27.8 
Cumberland, all lines........... 1,230,445 1,335,557 Dec. 65,112 4,1 

Wathescrs.oeccevcesesseeseses 1,951,324 1,886,798 Inc. 64,526 3.4 


The East Broad Top road was only partially completed last 
year, and was not opened to coal traffic until later. 














Bituminous: 1875. 1874. Inc. or Dec, P. ¢, 
Barclay .....cscecccccevves vesees BIB.G2D ncccvece coecccccces ° e060 
Allegheny region........+e+0+++ 1ST ,1GA ..cccce cccsccccccce 
Pittsburgh region...........++++ SOE BED nese cc ccvedoocdece cose 
Westmoreland gas cual,........++ ¥31,728 533,555 Dec, 201,827 37.8 
Chesapeake & Obio.........+++++ 9B,O06  .ccccee sevcccsccccs coos 

Totale...cccccoe seccsevceces 1,090,743 ....46 


The Westmoreland gas coal mines were also stopped on ac- 
count of a strike. 

Coke: 1s75. 
Clearfield and Allegheny 326 
Western Pennsylvavia . 404,286 


seen eee ee eeeee 
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1874-75. 1873-74. Inc. or Dec, P.e. 
Springfield, Athol & 

Northeastern ........ $96,806 $76,012 Inc... $20,794 27.4 
Expenses........+++ 61,672 49,450 Ine., 12,222 24.7 
Net earnings ...... $35,134 $26,562 Ine., $8,672 °32.3 
E.urnings per mile. 1,996 1,937 Ine.. 59 3.0 
Per ct. of expenses. 63,71 65.05 Dee. 1.34 21 
Seven months ending July 31: 

1875. 1874. 
Central Pacific......... $9,324,000 $7,610,003 Ine..$1,713,097 22.5 
Three months ending May 31: 
Leavenw’rth, Lawrence 

& Galveston......... $77,870 $80,312 Dec. $2,442 3.0 
Expenses.......+++ 42,729 70,550 Dec. 27,821 30.4 
Net earnings....... $35,141 $9,762 Inc.. $25,379 260.0 
Earnings per mile.. $82 394 = Dee. 12 3.0 
Per ct. of expenses. 54.87 87.85 Dec, 32.98 * 37.5 
Month of June: 

Atchison, Topeka & 

Santa Fe.....ccccocs $103,886 $101,774 Inc.. $2,112 21 
Mobile & Ohio........ 89,938 120,406 Dec. 30, 25.3 
Peoria & Rock Island... 22,226 oe oes ove PPY Ts 

Expenses.......... 21,511 ooee oe ee 
Net earnings....... a err ry eevee 
Per cent. of exp.... 06.59 = severe e000 = @oevee eee 
Philadelphia & Erie.... $287,158 $312,032 Dec. $24,874 8.9 
Expenses ...... ~. 229,449 234,708 - Dec. 5,1 2.2 
Net earnings $57,709 $77,324 Dec. $19,615 25.4 
Per ct. of oxpenses. 79.90 76.22 Inc.. 4.68 6.5 
St. Paul & Sioux City.. $65,789 $71,432 Dec $5,643 19 
Month of July: 
Central Pacific......... $1,477,000 $1,286,939 Inc., 190,061 14.8 
Chicago, Milwaukee & . 

Bt. Paul......scccceee 842,197 749,215 Inc,. 92,982 12.4 
Illinois Central........ 02,784 627,454 Ine. 756,330 12.0 
Keokuk & Des Moines.. 60,439 41,248 Ince.. 19,191 46.5 
Union Pacific.......... 1,034,653 850,143 Inc.. 154,510 21.7 

Thivd week in July: 
St. Louis, Iron Mt. & 

Southern...... ..+..- 57,500 56,419 Inc.. 1,081 19 
Week ending July 23: 1875. 1874. 

Great Western.........- £14,753 £10,386 Dec £1,633 10.0 
Week ending July 24: 
Grand Trunk............ £35,300 £38,900 Dec.. £2,600 6.7 

Central Pacific earnings are compared with 1873 as follows : 

1875. 1873 Inc. or Dec. P.c. 

Month of July...... oe. $1,47%,000 $1,214,551 Inec.. $262,449 216 
Seven months ending 

pa eee 9,324,000 7,539,959 Inc., 1,784,041 23.7 


Pacific Mail Tonnage. 


The tonnage delivere1 at San Francisco by the steamers 





from Panama amounted io 15,668 tons during the first half of 
1875, and 18,664 tons for the same period in 1874, a dec: ease of 


The coal traffic of the Pennsylvania Railroad for the fourt 
week in July was as follows : 
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AMthracite.....cccccrscccccccccccccesccecsscsessseeseescoesees 29, 
BitumiMous. ....ccoccoccccccccccccevvescesescsccscevevccsesers €3,670 
GCOke. «100 00000000 cccccescesesccseese onencenene ecopeeecccepoese 14,472 
Wah... cccdecct dccdocdsedisvccocnevepscesvepanesenaween 107,486 


The coal tonnage of the Pennsylvania’s New Jersey lines was 
as follows for the seven months ending July 28 : 





1875. 1874. Inc. or Dec. P.ce 

Receipts at Coal Port........ 29,861 160,404  Dec..130,543 #14 
« South Amboy. ...50,782 392 Dec. .341,601 87.1 
Totals. ....ccscccoveess 80,643 552,787 Dec, .472,144 83.4 


This great decrease was, in part, caused by the long strike, 
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Editorial Announcements. 


Addresses.— Business tellers should be addressed and drafts 
made pa to Tue RarLRoad Gazetre. Communications 
for the ion of the Editors should be addressed Eviror 
RatLRoaD GAZETTE, 

Conatribations.— Subscribers and others will materially as- 
sist us in making our news acourale and complete if they will 
send us information of events which lake place under 
their ob: , such as changes in railroad officers, organi- 

zations and changes of companies, the letting, progress and 


completion of contraols for new works or im; nt improve- 
ments of ones, experiments in the con ction of roads 
and macht: and wn their management, particulars as to 
the business of railroads, and stions as lo its improve- 
ment. Discussions of jects ning to ALL DEPARTMENTS 


of railroad business by men practically acquainted with them 
are especially desired, ised will oblige us by forwarding 
early copies of notices of meetings, ions, appointments, 
api netorad annual reports, some notice of all of which will 


Advertt We wish it distinclly understood that we 
will entertain no proposition to publish anything in this jour- 
nal for ‘eae, sees IN THE ADVERTISING COLUMNS. We give 
in our edi columns our own opinions, and those only, 
and in our news columns present only such matter as we con- 
sider ing and important to our readers. Those who 
wish to recommend their inventions, machinery, supplies, 
financial schemes, etc., to our readers can do so "hitty in our 
advertising columns, but it is useless to ask us to recommend 
them editorially, either for money or in consideration of adver- 
tising patronage 


elias 











REORGANIZATION OF THE ERIE COMPANY. 


London journals contain the particulars of a project for 
rescuing this company from ruin, the origin of which is 
not mentioned, though it is intimated that it comes from 
America. It differs from any other plan of railroad reor- 
ganization that we have ever seen proposed, in that it re- 
guires the stockholders, who are always the parties whose 
property is most endangered by a failure to pay mortgage 
debts, to contribute something for the purpose of saving 
their property from annihilation. This might seem the 
most natural thing in the world. When an individual has 
mortgaged his property and has failed to pay the interest 
or principal when due, he is expected to use every effort 
to raise himself the money which will pay the mortgagee’s 
claims, and will hardly think, while having within his 
control considerable sums of money, of asking his credi- 
tors to delay the enforcement of their rights, or accept his 
unnegotiable notes in payment of their claims. But com- 
panies do this constantly—at least American railroad 
companies do. The stockholders individually may have 
means enough to pay the corpofation debts, and so avoid 
the possibility of a foreclosure, but they never think of 
using it for that purpose, apparently. 

Of course, there are difficulties in the way; for stock- 
holders are not all able or equally able to make such con- 
tributions, and when the stock is once registered ‘“ full 
paid,” there is no way to make assessments. But in most 
of the cases of late years, the chief reason why the stock- 
holders have advanced no money has been, doubtless, be- 
cause they did not feel sure enough that the stock was 
worth saving to risk any money on it. If the stock has 
considerable value, capitalists ean usually be found to buy 
it and advance the necessary money to save the corpora- 
tion from bankruptcy, and in this way the difficulties of 
poor stockholders can be obviated. 

The Erie scheme of reorganization referred to is as fol- 
lows : 


“A contribution of $12 per share to be levied upon the ordi- 
nary shareholders, in consideration of their being allowed to 
retain their rights to the reversion of the ee, sae of cer- 
tain concessions to be made by prior interests. is will yi 
$9,360,000. A contribution of 10 per cent. yielding $1,440,000, 
to be levied on the second mortgage consolidated bonds, 
claimed in consideration of the discount at which they were 
issued, and of their placed on an equality with the con- 
vertible gold bonds and the old preference shares; for which 
contribution additional stock to be issued, and these three 
classes to be then converted into one 7 per cent. preference 
stock unaccumulative, amounting to : 


Driginal preference......cecesssecessceccsececessecesesses $8,600,000 
Convertible DOMdS.....cccsssscecccccscccsscececccsecscces 10,000,000 
Second consolidated mo: : 


Ditto, $10 contri -ution...... 


e, bearing interest at 7 per cent. 
currency, or 6 per cent. sterling, to be created to redeem all 
the prior mortgages, say $30,000,000. The leases to be compro- 
mised and the lines bought up by means of a second mortgage, 
having a special lien on the leased lines, bearing interest at 7 
per cent. currency. Estimate of amount required for this pur- 
pose $10,000,000,. The capital of the company will then stand 
as follows :—First mortgage, $30,000,000; second ditto, $10,000,- 
000. Total interest charge $2,800,000 currency per annum, in- 
stead of as at present, including rentals an regen | debt 
charge, about $5,000,000 per annum. Preference stock 7 per 
cent., $34,500,000; ordinary stock, $78,000,000.” 

Here it appears that the stockholders are not to pay 
their twelve dollars a share without getting something for 
it besides the protection of their shares. The consolidated 
bondholders, far from foreclosing their mortgage, are to 
pay over 10 per cent. of their face to the company, and 
these and the convertible bondholders are to give up their 
bonds for preferred stock, and the lessors of the leased 
lines are to sell their roads for a new second mortgage, by 
which the yearly interest charge will be reduced to about 
$2,800,000, or more than $2,000,000 less than the present 
annual charge, including the rentals. 

The greatest difficulty in effecting any such arrange- 
met is in prevailing upon security-holders to give up 
their bonds, secured by mortgage on a valuable property, 
for shares, secured by nothing. Nothing but the prospect 
of the destruction of their claims, as well as those of the 
shareholders, by a foreclosure of a prior mortgage, will 
be likely to induce them to enter any such an arragement; 
and as the company has always had heretofore income 
enough to pay the interest on all its bonds (though not 
on the present amount of bonds:, we doubt whether they 
will feel it necessary to do so. 

Should the company be able to pay all interest except 
on the latest issue of consolidated bonds, the latter alone 
would have the right of foreclosure, and the holders by 
such action would become possessors of the road—that is, 
would hold it subject to the prior mortgages, acquiring all 
the rights now attached to the common and preferred 
stock, which would be destroyed with the present cor- 
poration organization by the foreclosure sale. 

Now, according to President Jewett’s statement, made 
May 13 last, the annual interest in currency on all the 
bonds prior to the second consolidated mortgage of $14,- 
400,000 amounts to $2,986,726, and the rentals are $986,722; 
thus the second consolidated bondholders become stock- 
holders could hold the property so long as it earned net 
about $4,000,000. For the year ending with September, 
1874, the net earnings were $5,000,000, and for several 
years they have been reported at $4,000,000 or more. 

But should the income fail to be sufficient for the next 
higher class of securities, the convertible gold bonds, 
for $10,000,000, then a foreclosure of the two mortgages 
would give the bondholders of these two classes, repre- 
senting $24,400,000, a property with an annual charge for 
interest and rental amounting to $3,169,448; the addition 
of the first consolidated mortgage would reduce this 
amount to $2,222,690. From this it appears that the 
holders of the lower classes of bonds will have at least a 
possible alternative, and not be compelled to accept such 
a scheme as that proposed, unless the road should be una- 
ble to pay interest on the higher classes of bonds. The 
original first and second mortgages require the payment of 
only $327,000 a year, and certainly the road ought to be 
able to earn that. Indeed, the road, once in good credit 
and controlled by those who get its net earnings, is likely 
to be able to earn all its interest; and a combination of the 
lower classes of bondholders for a foreclosure and the pos- 
session of the road would seem more practicable as well as 
more profitable to them than the plan proposed, which 
would still leave the road in the control of the common 
stockholders. 

The plan proposed, however, has the undeniable merit 
that it provides much-needed capital for the improvement 
of the road and the payment of floating debts. The re- 
sults claimed for it are as follows: 


A consolidated first wy = 


“The company will be placed on a perfectly sound basis 
financially. 

“Its capacity for earning net revenue will be greatly in- 
creased by conversion of the gauge, and laying steel rails. 

“The prior mortgages, now a’ discounts ranging from 10 to 
30 per cent., will be worth par. 

“The convertibles, second consolidated and preferences, now 
at discounts of 60 and 75 per cent., will be worth within 30 per 
cent. of par, and in time worth par. 

“The ordinary shares will be rescued from the extinction 
with which they are now threatened, and will become in good 
time a fair dividend-yielding property.” 

Apparently, the pregunt preferred shareholders are most 
favored by this scheme, as their position would be greatly 
improved without any sacrifice whatever on their part. 
The second consolidated and the convertible gold bonds 
would be reduced to an equality with their securities, 
while the holders of the latter would be taxed ten dollars 
per share for the privilege. 

It is true, however, that any arrangement among holders 
of so many different kinds of securities will be difficult to 
carry out, and that what otherwise would be a great sacri- 
fice to the holder of some preferred claim might easily 
be advantageous if through it the greatly needed addition- 
al capital is certainly secured. When a company is in 
the condition of the Erie, the obtaining of new capital 
becomes most difficult, is, indeed, nearly impossible; but 














it is questionable whether the road can long continue to 


earn its working expenses unless it does obtain new capi- 
tal. 

That the company will ever receive a subscription of 
twelve dollars per share of common stock, however, we do 
not believe. Shareholders generally are sufficiently averse 
to assessments, but the Erie shareholders are so especially. 
So far as can be ascertained, it is hardly possible to find 
any body of Erie shareholders. Its shares are not held, 
they are passed around from hand to hand, each receiver 
hoping to get more for them than he paid, but not 
having the remotest expectation of holding them 
until he can get a dividend, or of using them to choose 
such management as suits him. The last election showed 
that though there had been abundant complaints, both 
here and abroad, of the policy of the existing management, 
scarcely a shareholder had taken the trouble to have his 
shares registered, or to organize a movement for a differ- 
ent administaation. Probably enough they could not have 
got a better Board; but the fact that they did 
not try to, that there is no body of. stockholders 
permanently interested in the welfare of the company, 
gives the key to most of the misfortunes of the company. 
It need never have got into difficulty if its shares were 
not coustently in the air, as it were. It is next to im- 
possible for such a property to be well managed, So long 
as it is worth plundering, thieves take possession, simply 
because no one prevents them; and when they have 
finished plundering it, it may easily be seized by the crafty 
rascals who make money out of it by pretending that it 
is a mine of wealth just rescued from a band of robbers, 
and who help their pretence by actually giving all but the 
financial management to men of the best repute. 

It is on this account that we do not feel particularly 
sorry for Erie shareholders as a body. They have never 
tried to use their property, but only to gamble with it; 
and though the seizure of its revenues between their little 
games by third parties was none the less theft, yet it is of 
that kind which leaves us without much compassion for 
the victim. 





A Summer Excursion. 





The report of our journey which was published last week 
ended at St. Albans, Vermont. From there our route was north- 
ward to Montreal. The country through which the Central 
Vermont passes is hilly and picturesque, but becomes compara- 
tively level after crossing the Canada border, and soon as- 
sumes that foreign aspect which strikes an American as soon 
as he leaves his own country. The approach to Montreal is 
through the celebrated Victoria Bridge, but as it was after 
dark when we arrived, all that could be observed of it was the 
peculiar resonant sound of the train, as it rolled through the 
great iron tube. In Montreal everything was unmistakably 
foreign—the frequent use of French, the style of the buildings, 
the cabs, nearly all of which are built with an exuberant 
sort of ornamentation, consisting of highly wrought and plated 
iron work and brilliant decorations of paint and gilding. There 
seems, by the way, to be something in republican institutions 
which is inimical to cheap cabs. Up to the present time they 
have never been introduced in any city of the United States, 
but as soon as we cross the Canada border on the north, or the 
Gulf of Mexico to Cuba on the south, we find the cities sup- 
plied with cabs at prices which do not prohibit their use by 
people who are not rich. The reasons for this singular fact 
are too subtle for our analysis, so we simply state it in order 
to allow any of our speculative readers to ponder over it. 

Our first call in Montreal was on Mr. Hannaford, the Chief 
Engineer of the Grand Trunk Railway, from whom we received 
much interesting information concerning the use of steel rails 
on their line,and also a pass to visit the Victoria Bridge. 
This bridge, which has often been described before, as is well 
known, is built of wrought-iron plates on the tubular plan. It 
has recently assumed special interest, owing to the discussion 
of the relative merits of riveted and pin-connected structures. 
We were fortunate in meeting at the entrance to the bridge 
with the foreman who is intrusted with its care, to see that 
all repairs are promptly done, the track in good condition, etc. 
He had a gang of men engaged in painting the inside of the 
bridge, and, as the whole of the surface is scraped and cleaned 
before painting, there was an opportunity of seeing how much 
loss there was from corrosion, about which there have been 
some extravagant reports. We found that on the sides of the 
bridge there was hardly any perceptible scaling of the old 
paint or rust, but on the top, which is exposed to the smoke 
and gas from the chimneys of the locomotives, there was & 
scale scraped off, some of which was over a thirty-second of an 
inch thick. On the side of this scale which was in contact 
with the iron there were unmistakable indications of iron rust, 
but it is difficult, and perhaps impossible, without a chemical 
analysis, to tell what the composition of this scale is. It seems 
probable, however, that it is in great part paint which it may 
be said has become decomposed by the smoke from the en- 
gines. We hope to have some of this scale analyzed to deter- 
mine its composition and character. 

It is of course no longer necessary to advance any arguments 
to induce engineers not to build tubular plate bridges. The 
discomfort and risks to health which the workmen engaged in 
painting such a structure must encounter is, however, an ob- 
jection to such structures which we have never seen state... 
With the exception of a few small holes cut in the sides of each 
span at its center, there is no ventilation to the bridge except- 
ing at its ends. As it is nearly a mile and a half long, of 
course it takes a long time to clear the inside of smoke and 
steam after an engine and train pass through. Hardly any 
more disagreeable work can be imagined than that of scraping 
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and sweeping the inside of the roof of this bridge. An amount 
of dust and dirt is created which, with the smoke and hot gas 
‘from one or more engines after a train has passed through, is 
almost unendurable. That the men engaged in this work can 
do it and live seems extraordinary and shows how little fresh 
air will support life. 

On inquiry of our guide we found that he was employed in 
the erection of the bridge, and has been in charge of it ever 
since. After its erection, he told us, a gang of men went over 
the whole structure and carefully examined every rivet in it. 
The result was that many were then found to be loose or im- 
perfectly fitted, and were consequently removed and others put 
into their places. A short time ago another gang went over 
the bridge in a similar way, and found, he said, perhaps one or 
two loose rivets in a span, showing that, so far as the rivets 
were concerned, there was no indication of failure. He also 
told us that he never knew of a rivet-head shearing off. The 
bridge is apparently in as good condition as the day it was 
completed, excepting, perhaps, a very slight deterioration from 
rust. 

The portals to the bridge consist of very massive masonry 
approaches, as is the case with nearly all similar structures 
built by English engineers. The north portal has the follow- 
ing inscription : 


BUILT 
b 


JAMES HODGES 
for 
SIR SAMUEL MORTON PETO, BART., 
THOMAS BRASSEY AND EDWARD LADD BETTS, 
CONTRACTORS. 

Over this is the stone laid by the Prince of Wales on the 
completion of the bridge, with a crown and gilt inscription, 
which is now nearly illegible. 

While on the bridge we took occasion to stand about the 
middle of one of the spans while a train was passing over. 
There was a very perceptible vertical and lateral deflection 
which produced a sort of ‘“‘wiggling” motion, not at all com- 
fortable with a train thundering past within a few inches of 
where we were standing. 

We looked forward to a visit to the shops of the Grand Trunk 
road with more interest than to anything else in Montreal, 
but, owing to the absence from home of Mr. Herbert Wallis, 
the Mechanica] Superintendent, we were unable to learn quite 
as much about the details of the management as we hoped. 
Mr. Rosevear, the chief accountant of the mechanical depart- 
ment, took us through the shops, which are very extensive. 
Owing to the recent narrowing of the gauge of this road, and 
the substitution of an entire new equipment for the old, the 
repairs of engines have been very light. The difference in the 
methods of doing work was, however, much less than we an- 
ticipated it would be. The engines are now nearly all of the 
American plan, and built in this country. The same is true of 
the cars. With the exception of an occasional wrought-iron 
wheel and some English shop machinery, there was little 
which differed from an American railroad shop. There is, 
however, a want of tidiness in the shops which few master 
mechanics would admire. This is, no doubt, ina great meas- 
ure due to the fact that the car shops have recently been de- 
stroyed by fire, and also that the Grand Trunk has not been a 
prosperous road; but making allowance for all these, there 
seems no good reason why the piles of old material could not 
be gathered together and either carefully assorted, if useful, or 
sold if not. 

From Mr. Rosevear we received some very interesting infor- 
mation concerning the method of keeping the accounts of the 
mechanical department. On this road these are probably kept 
in more detail than on any road in this country, and if some of 
the information furnished to its London directors was demand- 
ed of some American master mechanics, it would drive the 
latter very close to the ragged edges of despair. Among 
other good features, which we have neither space nor 
time to describe here, we may mention the reduction 
of all locomotive performance to the cost per car 
per mile as well as per train mile. If this was universally done 
it would be found that many locomotives. which appear to be 
Operate. at a very low cost, when the latter is estimated on the 
basis of the cost per train mile, are in reality hauling cars at a 
very heavy expense, if that service is estimated at the cost per 
car per mile, 

The plan which we laid out for our “Summer excursion” was 
to take what was intended to be chiefly a pleasure trip to Sara- 
toga, Lake George, etc., and then visit most of the principal 
railroad shops in New England. From Montreal, therefore, 
the route laid out was to reach Portland, passing through ‘Gor- 
ham on the Grand Trunk road on the way. By glancing at 
the map, it will be seen that Newport, Vermont, and Lake 
Memphremagog lie in almost a direct line between Montreal 
and Portland. For some reason which it would be impossible 
toexplain, there has always been something very romantic 
Sssociated in our imagination with the name or locality of Lake 
Memphremagog, and for years we have cherished a very imper- 
fectly matured intention of visiting the place. Our visit to 

Montreal furnished the opportunity of doing so. The 
Most direct route from ‘Montreal to Newport is over 
the Grand Trunk road to St. Johns, and thence by the 
Southeastern Railroad. The drawing-room cars which are run 
0a this route are simply new cars of the ordinary description, 
Neatly carpeted and with arm-chairs instead of the usual 
*eats in them. The one which we rode in had partitions across the 
tds, but was lacking in not having one or more separate state 
rooms, Which are so often required by invalids in traveling. 
Was no attempt at extensive display, excepting in the 

Gandy colors of the head lining. The fixtures for window cur- 

Were also in place, but the curtains were not put up. Up- 

a of this kind always seems out of place in the dirt and 
of a railroad car, and even for the floor some other mate- 
Would be better than a carpet, in which the dust is quite 
Mfeto accumulate. If railroad managers could only be made 


to realize that cleanliness is much more valued by decent trav- 
elers than display, there would be less money squandered in 
foolish show. There is nothing, for example, more gratifying 
to most respectable people than to see the seats covered with 
clean, fresh linen, or other “wash goods,” as the ladies desig- 
nate that kind of material. At present, there can be no doubt 
that drawing-room cars, like many other modern luxuries, are 
too expensive, and cost too much for ordinary people to ride in 
them, and if instead of putting costly cars on with very few 
seats, ordinary first-class cars were used, with a little more lib- 
eral allowance of space for the seats, the latter well uphol- 
stered, the effort in their construction being, not to exhibit vul- 
gar show, but only to secure comfort and cleanliness, they 
would come very much nearer meeting the demands of the 
traveling community. 

Newport is a small village located at the south end of Lake 
Memphremagog. The principal hotel is the Memphremagog 
House, which is of the ordinary summer hotel character, rea- 
sonably well kept, and has what few hotels can boast of, the 
virtue of cleanliness. The railroad passes unpleasantly near to 
the hotel, and the steamboat landing is just alongside of the 
railroad. We say uncomfortably near, because we were enter- 
tained during the mornings of our sojourn there by the music 
of a “‘ pop valve” on an engine standing on the track within a 
few feet of our downy couch, It is hardly necessary to say that 
a “‘ pop valve,” going off at varying intervals during the time 
that a person holds an uncertain tenure of that last morning 
nap, which we are all apt to cherish and value—at the time— 
more than honor, wealth or friends, is not promotive of devo- 
tional feelings. Itis related of Carlyle that he was annoyed 
very much by the crowing of an untamed rooster which was 
one of the chattels of a neighbor. On complaining to the lat- 
ter of the annoyance, his neighbor, in extenuation of the roos- 
ter’s conduct, apologetically remarked “that he”—the rooster 
— ‘didn’t crow often.” “ But, my friend,” Carlyle replied, “you 
don’t know whatI suffer when he don’t crow.” Now these 
‘pop valves” always have the effect upon nervous people that 
the rooster silent had upon Carlyle. When the valve don’t 
“pop,” it is almost certain it soon will, and if the agony could 
be summed up which is caused by the noise they make and are 
expected to make, it would probably amount to nearly or quite 
as greatan aggregate as that resulting from an occasional 
boiler explosion, which these pestilential ‘‘ pop valves” are sup- 
posed to prevent. 

The excursion over Lake Memphremagog is quite worth 
the journey to Newport to any one traveling in New 
England or Canada. The idea that we had formed of the 
country was that it was very wild, almost uninhabited, and in 
every way very primitive. We were surprised to find a large 
part of the land bordering on the lake under cultivation, and 
a number of expensive summer houses built near it by 
wealthy people of Montreal. The scenery, although less 
mountainous than that bordering Lake George, is in many 
respects more beautiful, and the well-cultivated farms sloping 
down to the edge of the lake and flanked or surrounded with 
high mountains produce an impression which will always be 
remembered with great pleasure. An iron steamboat makes 
two excursions from the hotel to the upper end of the lake and 
back each day. 


From Newport we journeyed southward on the Passumpsic 
River Railroad, and remained over several hours at Lyndon- 
ville, where the shops of that road are located. They are 
small but well built of brick. The company owns 27 engines, 
of which 14 were built in these shops. 

The officers of the company report that orders have been 
issued to reduce expenses in every possible way, and a good 
deal of disorganization was apparent, owing to the resignation 
of the Superintendent and some of his subordinates. 

From Lyndonville we went southward to Wells River, and then 
took a branch of the Boston, Concord & Montreal Railroad to Lan- 
caster, where we were obliged to remainover night. Lancaster 
is a prosperous looking village, very much devoted to entertain- 
ing city people during the warm weather. It is completely 
surrounded with picturesque mountains, and is altogether an 
attractive looking resting place. From Lancaster a short ride 
breught us to Groveton Junction, on the Grand Trunk Railway. 
From that point to Gorham the latter road passes through some 
of the grandest scenery in this country, running as it does 
through the valleys of the White Mountains. At Gorham are 
the principal repair shops of that road in the United States. 
These are presided over by Mr. Warren Noyes. The engines, 
as we have already stated, are all new and in good condition 
excepting two which we saw, which attempted to pass each 
other on a single track, and which had evidently considerably 
suffered from what surgeons call ‘‘ shock.” Not much other 
work is done here excepting running repairs, and as the head” 
quarters of the Mechanical Superintendent are in Montreal, 
the orders and directions emanate, of course, from that office. 

In Portland we visited the Portland Company’s works. They 
are building a few engines, and have recently converted many 
of the Grand Trunk wide (5% feet) gauge engines to the ordi- 
nary gauge. Many of the old locomotives used on that road 
have been sold for use as stationary engines, for which, with a 
very few alterations, they are admirably adapted. The Port- 
land Company, and also the Grand Trunk, still have a number 
of these old engines for sale. The Portland Company is now 
working about 275 men, and is doing, besides locomotive work, 
a good deal of marine repairing and miscellaneous “job” work. 

The Portland & Ogdensburg Company was just on the eve of 
opening its line through to the Fabyan House, where it will 
counect with a branch of the Boston, Concord & Montreal road. 
We were not able to visit their shops or go over their line, 
which latter, we were told, is well worth visiting. 

The Portland & Rochester Railroad has its shops in Portland. 
They are, however, very small, with hardly any facilities for 
doing work. This road is now running a through line from 
Portland to Worcester, Mass., which is bringing it consid- 





erable business. 


The journey from Portland to Boston is and always has been 
one of the most tedious that we know of. The time from Port- 
land to Boston is nearly four hours and a half, and the distance 
is only 108 miles. More than 20 stops are made by the express 
trains, or one every five miles, so that the journey becomes in- 
tolerably wearisome. There must be some good reason for it, 
but to a stranger it seems singular that all the trains should 
stop apparently at all the stations, especially as the competi- 
tion between the Boston & Maine and the Eastern lines is as 
fierce as the most sanguinary granger could wish it to be. 








The Growth of the City of New York. 





The new census of the city of New York shows startling re- 
sults for a great American commercial city. During the five 
years since 1870 the city has almost ceased to gain, either in 
population or in wealth. The increase in the wards which 
formed the city in 1870 is but 4.9 per cent., amounting in the 
aggregate to 46,336 souls. This is an average increase per 
year of little more than nine-tenths of one per cent., while the 
average for the whole country from 1860 to 1870 was something 
more than 24% per cent. yearly, and the average growth of cit- 
1e8 was very much faster. Generally, this lack of growth is 
charged upon lack of facilities for transit within the city, which 
is said to drive the business population of New York to New 
Jersey and Brooklyn; and there is doubtless something in 
this : how much we shall know better when we have the reports 
for the Long Island and New Jersey suburban towns. So far 
as Brooklyn is concerned, which is larger than all other suburbs 
put together, the imperfect reports published up to this time 
show a much more rapid increase than in New York, it is true; 
but counting the two cities as one, their aggregate population 
has increased, apparently, only about 110,000, or about 8 per 
cent., in the five years, which is still far below the average rate 
of growth of the country as a whole, and is stagnation itself 
compared with the progress of St. Louis and Chicago. At the 
rate of growth of the past five years, New York would lack 
something of a population 1,300,000 at the close of this century, 

From 1860 to 1870 the increase in the population of the city 
was about 15%4 per cent., which is a little less than 14% per 
cent, yearly. Thus the decrease in the rate of increase has been 
about two-fifths, 

On the theory that the city’s growth in business is vastly 
greater than its growth in population, by reason of the diver- 
sion of the latter to the suburbs, we should have a much more 
rapid increase ini wealth than in population, Now the total 
valuation of property in this city in 1870 was $1,047,388,449; in 
1875, $1,078,312,984; and the increase in the five years is thus 
but $30,885,935, or 2.95 per cent., against an increase of 4.9 per 
cent, in population. The increase in valuation from 1865 to 
1870 was 72 per cent., and that in the face of an increasing 
value of the currency in which the valuations were made, 

These returns, if trustworthy, indicate a sudden and terrible 
shock to the progress of New York, in business as well as popu- 
lation. In fact, however, they are not trustworthy. The State 
census is always an imperfect one, and in this case seems to 
have been very carelessly done; and errors in enumeration are 
more likely to be of omission than commission; the actna] pop- 
ulation may well, therefore, be much larger than that returned. 
As to the valuations made for assessments, these never repre- 
sent with anything like accuracy the actual wealth of the com- 
munity, and their worth for purposes of comparison depends 
wholly on maintaining the same basis for assessment, which 
is not done, we believe. But the figures for population may be 
to some extent judged by the returns made for other cities of 
the same State by the same census; and these generally, so far 
as reported, show a growth much more rapid than that shown 
for New York. 


The Grain Crops. 





The crop prospects, since we wrote of them a few weeks ago 
as being very flattering, and, in connection with the short crop 
of Europe promising to do much towards restoring activity and 
prosperity to business and trafic, have changed very much 
for the worse. The Ohio valley has had great floods in 
harvest time, sufficient in the bottom le nds of rivers actually to 
carry off the cut grain in some cases, and of course greatly 
injuring all other ripe grain whether standing 
or harvested. The extent of the damage it is not easy to esti- 
mate, but it is doubtless generally exaggerated, as almost all 
such calamities to the cropsare. The area in which the injury 
is done seems to be chiefly the Ohio valley, including most of 
Ohio, a great part of Indiana, and part of Southern Illinois 
—where winter wheat is grown chiefly, and not 
the largest grain exporters. Apparently little damage 
has been done further north and northwest, where 
the spring wheat is grown and the largest ship- 
ments so the East and Europe are made, and in Wisconsin 
and Minnesota, and at least part of Iowa, very little complaint 
is made, and the crop is unusually heavy. It is, however, quite 
true that a destruction of the crop in any part of the country, 
even though it be where wheat is never exported, lessens by so 
much the amount which the country can export. Should we 
have a short crop in the South, the result would bean increased 
Southern demand for Northern grain, and a de- 
crease in the surplus otherwise available for export. 
Approximately, we should say, there is still promise of a 
bountiful supply from the district whence all the Milwaukee 
receipts and more than half of the Chicago receipts of wheat 
come—the country west of Lake Michigan and north of a 
line drawn from Chicago to Omaha. Toledo and St. Louis 
supplies have been affected much more than Chicago's. 

But the great grain crop of the country is corn, and the 
damage done to that by floods is inconsiderable except 
in the comparatiyly trifling area which has been 
actually under water. Generally in the Northwest the promise 





of this crop is excellent, Itis only after this time that excessive 
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rains are likely to injure it, though, as it has to run the gauntle 
of the frost, there is time enough yet for it to fail. 

The damage to the American as well as that to the European 
crops of course has a tendency to lessen the supply and increase 


the price, and though no _ increase of price 
caused by the destruction of our own crops 
can make up to us for that destruction, it will 


yet have an important influence on the prosperity of that sec- 
tion which has abundant crops, and on the railroads which 
serve them. The lines most likely to profit directly by this are 
the Chicago, Milwaukee & St. Paul and the Chicago & North- 
western, and the other lines of Wisconsin, Minnesota, Northern 
Tilinois and Northern Iowa. The Kansas and Nebraska crops 
are reported exceedingly good, but compared with those of the 
older States, they are not very large; but their abundance and 
the prospective good price for them can hardly fail to improve 
considerably the traffic of the Kansas and Nebraska railroads 
and their Eastern connections. 
Record of New Railroad Construction. 

This number of the Railroad Gazette has information of the 
laying of track on new railroads as follows: 

Cape May & Sea Grove.—Completed from Cape May, N. J., 
to Sea Grove, with a branch to the steamboat landing, in all 
8% miles. 

St. Louis, Keosauqua & St. Paul.—The track (of 3-feet 
gauge) is laid from Keosauqua, Iowa, north by east 4 miles, to 
the Keokuk & Des Moines road at Summit. 

Raleigh & Augusta Air Line.—Extended from Sanford, N. C., 
southwest 13 miles, to a point 57 miles southwest of Raleigh. 

Gulf, Colorado & Santa Fe.—Five miles of track is laid west 
of Galveston. 

Kureka & Ruby Hill,—Completed from Eureka, Nev., to Ruby 
Hill, 6 miles. 

Nevada County.—On this California road 8 miles of track is 
laid. 

Vaca Valley.—Track is laid from Vacaville, Cal., north 12 
miles to Winter's. 

Southern Pacific.—The Los Angeles Division has been ex- 
tended southeast 4 miles to Colton, Cal., 60 miles from Los 
Angeles. 

This isa total of 554% miles of new railroad, making 594 
miles completed in the United States in 1875, against 913 miles 
reported for the same period in 1874, 1,966 in 1873 and 3,372 in 
1872, ; 








Nut-locks on the Pennsylvania Railroad. 





Messrs. Metcalf, Paul & Co., the proprietors of the Verona 
Tool Works, call our attention to a statement made in de- 
scribing the permanent way of the Pennsylvania Railroad, in 
the Railroad Gazette of July 31, to the effect that ‘‘the Loomis 
nut-lock is used to hold the nuts on splice bars,” etc. They 
say: “ This is not untrue, as a considerable number of that 
nut-lock have been used; but we have, since May 1, introduced 
our ‘ Verona nut-lock’ on that road (having furnished 250,000, 
and still supplying them), and are assured they are growing in 
favor. We have told many railroad officials of the Pennsylvania 
Railroad (among many others) using our nut-lock extensively, 
and when they see your article those at a distance will be in- 
clined to doubt our word.” 

Of course we are glad that any false impression that may 
have been caused by our statement may be removed, which 
doubtless will be done by the quotations above from the manu- 
facturers of the Verona nut-lock. 





NorTHWESTERN GRAIN REcEIPTS are now reported for the 
crop year ending with July, being given for all the lake ports 
which receive for shipment eastward, and for St. Louis and 
Peoria. These include all the important primary receiving 
points; but besides these, there is now a heavy movement from 
small stations where the grain is delivered by the farmer; and 
of this these reports take no cognizance; and as most of this 
grain is delivered at interior towns of the East for local con- 
sumption, no trace of it usually appears in our grain statistics, 
or can well be reached except from the reports of railroad 
companies. 

The receipts of the last crop year compare unfavorably not 
only with those for the preceding year, which were extraor- 
dinarily large but with those for 1872-73 and 1871-72 as well. 
Taking flour and grain of all kinds, and in the sum reducing 
tlour at the rate of five bushels to the barrel, the figures are: 

1874-75. 1873-74. 1872-73. 1871-72, 


Flour bbls......... 5,312,865 6,203,989 5,781,225 5,043,864 
Grain bugh........ 140,607,762 183,986,287 157,430,453 147,376,460 


New Rarmoaps, according to information received by the 
German Railroad Union, were opened in Germany, the King- 
dom of Austria and Hungary, and Roumania, during the first 
half of 1875 as follows: In Germany, 625 miles, in 22 different 
lines, varying from 3 to 108 miles in length; in Austria, Hun- 
gary and Roumania, 237 miles in two lines, one 67 and the 
other 170 miles long. The most important of these probably 
is the new line from Berlin southward to Dresden, 108 miles 
long. 


Sim Epwarp Warkin, M. P., who sailed for this country 
August 7 as the agent of the Erie bondholders, and consequently 
will probably be here next week, must bea busy man. A London 
journal, July 31, reports the half-yearly meetings of three 
English railroad companies held within the week, at each of 
which Sir Edward Watkin presided as chairman of the company. 
These were the Manchester, Sheffield & Lincolnshire, the South- 
eastern, and the Metropolitan. These companies’ affairs, 
together with his parliamentary duties and the resuscitation of 
Erie, must leave him little leisure. 


THe UNiversity or VirarniA, one of the oldest of our col- 
leges and before the war, if not now, probably the leading 
institution of the South, pursues the unusual course of adver- 
tising for candidates for Professor of Mathematics applied to 
Engineering and Architecture. The Board of Visitors will 
choose some one to fill this place on the 15th of next Septem- 
ber. The public announcement thus given will doubtless ena- 
ble them to choose from a larger number of qualified teachers 
than would otherwise become known to them. 





The Henderson Hydraulic Brake, 





The English brake trials have caused more than usual inter- 
est in the always important subject of brakes, so that doubtless 
all our readers will be glad to see an account of the compara- 
tively new hydraulic brake figured in the accompanying plate, 
which has been in use since April, 1874, on the West Chester & 
Philadelphia Railroad, a suburban road on which trains make 
many stops, and is highly recommended by the Superintend- 
ent, and by the trainmen who have usedit. The brake is pat- 
ented by Wm. M. Henderson, of Philadelphia, and the patent is 
owned by the Henderson Hydraulic Car Brake Company, whose 
office is at No. 119 South Fourth street, Philadelphia. From a 
pamphlet issued by this company we take the following de- 
scription of the brake : 


“This brake is so simple in its construction and operation 
that it is almost unnecessary to give any detailed description 
of it, further than to state that the power is derived by a very 
small portion of the steam from the boiler used in a pressure 
engine, consisting of a small hydraulic press, operated bya 
double-acting steam cylinder, the valve of which is worked by 
the hand of the engineer. ‘There is a piston in each cylinder ; 
steam actuates the one, forcing the fluid from the other, creat- 
ing hydraulic pressure within pressure boxes, one of which is 
attached to one brake beam on each truck. An air cushion is 
provided above the press piston to prevent striking the head 
when coming back light. The press receives water from a 
tank, which may be the engine tank or a special tank provided 
for the purpose, through a pipe, furnished with a check valve, 
opening towards the press cylinder in such manner that the 
fluid cannot return to the tank. The supply is arranged to 
feed automatically ; any excess or leakage past the press pis- 
ton is at once returned to the supply tank by a small return 
pipe. For low temperatures a mixture of equal parts of glyce- 
rine and water is used in lieu of water, which is safe to 
24° Fahrenheit below zero. The pressure boxes are of cast- 
iron, simply bolted together as they come from the foundry, 
embracing a dish-shaped diaphragm of vulcanized India rub- 
ber. ‘The body casting is of similar form, but somewhat 
deeper ; a ram is fitted to the hollow of the diaphragm, its re- 
duced diameter passing through a projecting guide, furnished 
with hydraulic packing. Two iron rods connect the end of the 
ram to the opposite brake beam. When pressure is applied, 
the body-casting pressesin one direction and puts its brake on, 
and the rams going outwards draw the opposite brakes on—the 
movement of the rams being from one-half an inch to one 
inch. When the pressure is relieved, by the retraction of the 
press-piston, the atmosphere reacts on the area of the rams 
and forces them back, assisted by the tendency of the dia- 
phragms themselves to recover their normal condition. Double 
iron pipes‘are used under the tender and cars. A branch, gov- 
erned M1 a three-way cock, connects again with the tank above 
the fluid level, by which the engineer can blow around the 
whole double line of pipes to clear them of air before starting. 
Flexible hose between the cars is used, furnished with bydrau- 
lic couplings, which it is obvious must be tight, both with and 
without internal pressure, and to couple and uncouple without 
waste—peculiarities possessed by this coupling alone, which 
also has a lock-joint and safety disconnecting chain attach- 
ment, preventing the coupling trom ever blowing apart. These. 
with the steam valve and a few fittings, comprise all the ma- 
chinery of this brake.” 

This pamphlet also states as follows the points of merit 
claimed for this brake: 


- ist.—Doing away with the use of complicated pumping 





Equivalent bushels. 167,172,087 215,006,232 186,337,078 172,595,780 

The receipts of the crop of last year fall below those of the 
three previous years 22%4, 10?4 and 3% per cent., respectively. 
A more exact estimate of the importance of these staples to 
the transportation interests may be gathered by reducing these 
measures to weights. Such reduction shows last year’s receipts 
to have been 4,297,942 tons, against 5,562,167 in 1873-74, 4,689,- 
915 in 1872-73 and 4,315,730 in 1871-72. The percentage of de- 
crease last year is slightly different in tonnage from that in 
bushels. Compared with 1873-74 it is 2134 per cent., with 1872- 
73 8% per cent. with 1871-72 4-10 of1 percent. The yearly 
progress has been an increase of 8% per cent. from 
1871-72 to 1872-73; an increase of 184 per cent. from 1872-73 to 
1873-74; and then this decrease of 2134 per cent. from the last- 
named year to 1874-75. This decrease is of itself sufficient to 
account for the dullness of traffic in the Northwest; but in the 
case of wheat and flour ithas been coupled with a large de- 
crease in the average selling price, so that the decrease in the 
income from this grain has doubtless been much greater than 
the decrease of 2144 per cent. inits amount. Thus the North- 
western farmer, having sold much less tian usual, and at the 
same time received a lower price than usual, has had much 


y: 

“*2d.—Dispensing with the use of cylinders under the cars, 
and with their cope pistons, piston-packing, stuffing-boxes, 
recoil springs, levers and joints, chains and rods for operating the 
brakes, an all the lost motion produced thereby. 

**3d.—Doing away with all lubrication of brake cylinders, 
there being no parts that require oiling, and no parts that can 
be affected by dust. 

** 4th.—Ready for instant action, when steam is up, without 


ing at once the reservoir of power. . 


the workin 
“6th.—' 

of the train, reducing the 

sanring or jolting. 

is used in its construction; being chiefly unfinished casting 

the cost of maintenance is trifling. 


of the hand brakes. 


of epplying the brakes, and directly to that purpose. 
**9th.—lts Seeee. 
“In addition to 
actual e: iment 


5th.—The brakes are applied by the boiler pressure, and are 
released by atmospheric pressure, and in no way interfere with 


e brakes are applied simultaneously from both ends ’ we 
ine of application, and there is no Contractors’ Profits. 


ts simplicity : no delicate or complicated machinery 
** 8th.—Its economy: steam cone ey used at the moment 


the double system of pipes used, either line can be cut loose 
anywhere between the cars, without affecting the operation of 


the brake as a whole, or interfering with the action of asingle 
brake-shoe. On the other hand, any individual truck can be 
shut off, or the whole may be shut off with any selected excepe 
tion. It has been run through the heat of the summer months, 
and has passed through the trying ordeal of the late unusuall 
severe winter, at times covered up with snow and surround 
with clusters of ice, with the thermometer often below zero— 
on one occasion (Sunday, January 10, 1875) 10 deg. below 
zero—and on all occasions hag been exposed to the bitter blasts 
unsheltered night and day—never being housed in a depot at 
either end of the line.” 

The inventor of this brake, Mr. William M. Henderson, hy- 
draulic engineer, also sends us the following general discussion 
on brakes for railroad cars : 

‘*The measure of efficiency of a brake is the absolute retard- 
ing force exerted by it on the wheels of a train of cars, during 
the period of its application. With rails in good condition, a 
braking force equal to about one-sixth of the insistent weight 
of the train, or say 375 pounds per ton, would about balance 
the disposition of the wheels to revolve by frictional contact 
with the rail; to this point we are limited, as we shall then 
have utilized all the available power at our command to arrest 
the momentum of the trainin the shortest possible distance, 
The momentum of a train in motion is the sum of its weight 
multiplied by its speed in feet per second. To arrest this mo- 
mentum, divide it by the retarding force ; the result will be the 
distance run in feet, subject to an undetermined allowance to 
be made for the condition of the rail surface, the state of the 
frictional contact between the wheels and the brake shoes, the 
amount of clearance, and other matters pertaining thereto. 

‘ The absolute braking force is the sum of the pressures re- 
quired to produce the ratio of friction, constituting the retard- 
ing force acting upon the wheels, which, following the 


jinvariable laws of friction, should be equal to the insistent 


weight, or pressure upon those wheels. 

“The retarding force affecting the motion of the train is 
made up of two distinct powers, for in addition to the frictional 
retarding effect of the brakes, we also have that due the frictional 
resistances of the train per se, found by experiment to be about 
25 pounds per ton, making the true sum of the retarding forces 
equal to 400 pounds per ton; this being a constant, however, it 
was deducted at the outset. Each car carrying with it an ele- 
ment of retarding force applicable in opposition to the impell- 
ent force, and bearing a true relation to its own part of the load, 
it will be seen that the aggregate weight of the train is of no 
moment. To determine, therefore, the distance required to 
arrest a train in motion of any weight, so equipped, would 
become a simple matter of calculation, were it not for the carry- 
ing conditions above enumerated. 


‘A co-efficient of one-eighth of the insistent weight of a train 
may be reasonably expected from a properly constructed brake 
under favorable circumstances, which will answer the purpose 
for an example. 

“A train of any weight with a velocity of 45 miles per hour 
makes 66 feet per second; then 66 < 8 = 528 feet, the distance 
required to arrest its momentum, and as the initial speed is 
66 feet per second, and the full stop nil, the mean will be 33 
into 528 = 16 seconds, the time required to make the stop. 
This data will furnish a guide for comparison between the 
several systems of brakes sufficient to discriminate between the 
probable and impossible stops declared by those advocating 
their own achievements, 


“Uniformity of action is an indispensable element ina brake; 
the want of it is not only a source of annoyance, displayed in 
over-running station stops, etc., but is also fraught with dan- 
ger; any failure in expected response may, and already has, 
resulted in calamity. An elastic medium, as atmospheric air, 
either compressed, as in the air-brake, or employed in its nat- 
ural state, asin the vacuum brake, is a constantly varying 
force, the very act of letting the charge go from the air re- 
ceiver in the first case, or the exhausting of air in the second 
case, produces incessant variation from the start, and the ulti- 
mate pressure brought to bear upon the brakes depends alto- 
gether upon the capacity of the apparatus employed to make 
good the initial loss sustained, and this again depends upon 
what that loss may be, which in itself is subject to constant 
change ; as a consequence we have that particularly noticeable 
jarring and jolting in the cars, and the discrepancies in the 
distances of the stops, varying as much as 100 per cent., as has 
been recorded. 

“Hydraulic pressure, on the contrary, is peculiarly adapted to 
the purpose of applying brakes; it is perfectly uniform in ils 
action, the brakes are applied simultaneously throughout the 
train with an invariable force from the first to the last, the 
momentum is arrested in a smooth and steady manner without 
perceptible concussion, and with a promptness unexpected 
from the easy way in which it is done, but bearing testimony 
to the efficacy of uniform force. But itis not alone the ensy 
character of its action which commends the hydraulic brake to 
favorable notice ; it is at once the simplest in its details and 
mode of application of all brakes now before the railroad world. 
Prompt in action, reliable, requiring little care, and certainly 
no skilled attention—advantages which cannot fail to bring it 


special preparation, as pumping up for pressure—the boiler be- | ultimately into universal use, for the powerful reason that those 


inventions which only one man or skilled mechanics can handle 
and keep in order are not safe for railroad adoption.” 











During the activity in railroad construction the firm of por 4 
Taylor Co., of CGhisege, took contracts on a large e, 
having at one time three railroads to build, and perhaps pry 
One of the members of the firm has recently brought = és 
an accounting, and in his bill he says that the firm ma 500 v4 
large profit on the Chicago & Southwestern, about $12, 
the Lafayette, Bloomington & Mississippi between Bh 


i i ton, Ill, and the Indiana State line; $105,000 on_the Lafay 
eng gtd tHE cer Rr aay Muncie & Bloomington, between Lafayette and Muncie ( 


et ironed); $125,000 on another contract to complete the 
med rai road; a loss of $25,000 on a half-interest in ae 








less money to spend than usual. 





*In the drawing, the pressure engine is shown under the forward 


tract on the Cincinnati & Springfield Short Line; a 
$60,000 on a four-fifths interest in a contract for gra 00 





y on the side of the fire-box or under the tender, 





Sag of the shell of the boiler; if preferred, it may be placed vertical- 


Havana, Mason City, Lincoln & Eastern; and a loss of $1 
on the Decatur and State Line. 
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THE SCRAP HEAP. 


Arrest of a Train Wrecker. 

The Alexandria (Va.) Gazette of July 30 says: ‘A boy about 
seventeen years of age named Smith, was arrested near Bull 
Run Bridge on the Midland Railway, yesterday afternoon, and 
taken to jail at Brentsville, charged with sey ae i piece of iron 
called a chair, on the railway track near the bridge on Wednes- 
day, 2ist instant, and thereby throwing off afreight train which 
passed there soon afterward. Smith, it appears, bears an unen- 
yiable character, and it is said became so villainously bad in 
Washington, where his parents reside, that they sent him to 
the country with the hope that his severance from evil associa- 
tions would produce a change in him for the better. He was 
suspected of the crime in consequence of some remarks he 
made, and a five dollar note given to a smaller boy who was his 
confidant, was sufficient to bring out the true story. He was in 
charge, when taken to Manassas, of Mr. Bun Skinner, the track 
niaster of that portion of the road.” 


Railroad Manufactures. 

The Wason Manufacturing Company at Springfield, Mass., 
having completed all its heavy contracts is now running with a 
reduced force, working only five days per week. 

The Barney & Smith Manufacturing Company at Dayton, O., 
has been turning out some parlor cars for the Indianapolis, 
Cincinnati & Lafayette road. 

The Pennsylvania Steel Company ait Baldwin, Penn., purposes 
erecting six new converting furnaces for steel for rails. One or 
two of the new furnaces will be —— this year. 

McKee, Fuller & Co., of Ferndale, Pa., have ey: a set 
of their improved car wheels to be exhibited at the Chilian 
World’s Fair, at Santiago. 

The Verona nut-lock, manufactured at the Verona Tool Works, 
Pittsburgh, is now used extensively on the Pennsylvania Rail- 
roads, the Pittsburgh, Cincinnati & St. Louis, the Alleghany 
Valley, the Memphis & Charleston, the Richmond, Fredericks- 
burgh & Potomac, the Chicago, Rock Island & Pacific, the 
Illinois Central, and others. 

The Grant Locomotive Works at Paterson, N. J., were to 
finish and ship the last of the ten Russian engines this week. 
No other work is on hand, and a number of men have already 
been discharged. 

The Danforth Locomotive Works at Paterson have recentl 
received an order for three engines and cighty cars, which wi 
keep quite a number of men employed for some time. 


Another Fast Train. ; 

The Utica (N. Y.) Herald of August 10 says: ‘This division 
of the New York Central Railroad is unsurpassed by any other 
route in the country. The speed of the Sunday Herald train 
is frequently spoken of, bu’ this has been excelled by a regular 
express train. On Friday of last week, Conluctor Piper left 
Albany with the special Chicago express, consisting of eight 
coaches, the greater number heavy drawing-room cars. The 
train was 23 minutes late. Engineer Frank Shaler, with loco- 
motive No, 386, drew the train to Utica two minutes ahead of 
time. The trair stopped twice and slowed up once. The total 
time consumed was two hours and twenty minutes.” 

The distance is 94°4 miles, so the speed would be 40.6 miles 
per hour, 


RAILROAD LAW. 


Right of Way in a Public Street. 

In the case of the Indianapolis, Peru & Chicago Company 
against Ross, the Indiana —— Court has decided that the 
constant and exclusive use of part of a public street of a town 
bya railroad company for a right of way cannot in any time 
ripen into an absolute ownership. 


Rights as to a Orossing. 

In the case of the Pennsylvania Company against Krick, the 
Indiana Supreme Court lays down the rule that the rights of a 
traveller on a highway, where it crosses a railroad, are not sub- 
ordinate to those of the railroad company, or superior, but 
equal, and both partics must use ordinary care, one to avoid 
committing injury, the other to avoid receiving it. 

Railroads in the New Missouri Constitution. 

A new constitution has been prepared by a convention, and is 
shortly to be submitted to the people of Missouri for ratification. 
Its provisions with reference to railroads are summed up by 
the St. Louis Repnblican as follows : 

“On the subject of discrimination, it merely lays down a few 
prohibitions; one is that a greater rate for passengers or freight 
shall not be charged on the same road for a short distance 
than for a greater one, except in the case of excursion or com- 
mutation rates, The Legislature is authorized to pass laws to 
correct abuses and prevent unjust discrimination and extortion, 
and is required to establish from time to time reasonable maxi- 
mum rates.- All railroads are declared to be public highways, 
and railway companies to be common carriers, and both, there- 
fore, subject to the established common law principles that 

overn highways and carriers. Parallel lines of road are for- 

dden to be consolidated; and an officer of one road is forbid- 
den to act as officer of a parallel or competing 
road—the _- whether two lines are parallel or competing 
or not, to be decided by a jury. In cases where a road of this 
State shall consolidate with a road organized under the laws of 
anoth r State, or of the United States, it is declared that the 
consolidated road shall not become a foreign corporation; it 
shall be subject to the courtsof this State in all matters that 
may arise, as though suc consolidation had not taken place. 
addition to the prohibitions of discrimination in rates be- 
tween points on the same road, discrimination between indi- 
viduals and companies is prohibited also; no favor in the shape 
of lower rates, rebate, drawback or preference in the shape of 
lishing cars shall be shown one person over another. Rail- 
Toad presidents, directors, officers’ agents and employes are for- 
idden to be interested, either directly or indirectly, in the fur- 
paling of supplies to their road and to be interested in the 
iness of transportation over it. Another prohibition will 
marly affect the relation between railroad and public 
- cers. It declares, with careful directness, that ‘no railroad 
r other transportation company shall grant free passes or 
ets, or passes or tickets at a discount, to members of the 
one Assembly, or members of the Board of Equalization, 
tn , county or municipal officer, and the acceptance of 
= such pass or ticket by a member of the General Assembly 
a — such officer shall be a forfeiture of his office.” This is a 
geist peremptory interdict against a practice which, be- 
vies i ® courtesy, has degenerated into a reprehensible 
mend j ere are so many good reasons for it that it will com- 
nt itself to the people in spite of its apparent harshness. 
tthe § ads in the State are guaranteed the right to connect 
© State line with the roads of other States, and to intersect, 
anect with or cross other roads in the State, and they are re- 
te receive and transport each other’s passengers, ton- 
cars, loaded or empty, without delay or discrimination. 
Sate aa! ws this State are required to have an office in the 
»# which one meeting of the directors shall be held an- 
Opes *he submission of their report. There isno schedule 
ions for cmmenting and taxing railroad property; the 
Provision on this subject is one which declares that ‘all 
corporations doing business in this state shall be sub- 





ject to taxation for state, county, school, municipal and other 
on age on the real and personal property owned or used by 
hem, and on their gross earnings, arning 
franchises and their capital stock.’ One prohibition affecting 
street railroads possesses some importance: it forbids the leg- 
islature to pass any law granting the right to construct or ope- 
rate a street railroad within any city, town, village, or any 
public highway, without first acquiring the consent of the local 
— having control of the street or highway to be 
pied, 


eir net earnings, their 


occu- 








OLD AND NEW ROADS. 


Intercolonial. 

The track is now laid on the northwestern end from Riviere 
du Loup to St. Favie, 85 miles, and track-laying has been pro- 
gressing steadily beyond that point. The two large bridges 
over the Metapediac River are completed, and it is believed 
that the track will all be laid so that trains can run through 
from Halifax to Riviere du Loup and Montreal in October. 
Some ballasting will necessarily left until next spring. 
There is some very heavy bridge-work on the line, and the 
whole road has been a somewhat difficult and costly one to 
build. Much of it passes through an uninhabited wilderness, 
where no supplies of any kind can be obtained, 


Gloversville & Northville. 

The right of way has been secured for the whole distance 
and the grading is being pushed forward. It is nearly finished 
to Kingsboro, and a considerable force is at work between that 

int and Northville. The roadis an extension of the Fonda, 

ohnstown & Gloversville from the latter place northeast to 
Northville, about 12 miles. P 


St. Louis, Keosauqua & 8t. Paul. 

The track is at last laid from Keosauqua, Ia., north by east to 
the Keokuk & Des Moines road at Summit, a distance of about 
four miles. Trains are running regularly. The road is of 
3-feet gauge. 

Woodland & Oolusa. 


The contract for grading this branch of the California Pacific 
has been let to Turton & Knox, of Sacramento, Cal. The line 
is from Woodland, on the branch from Davis to Knight’s Land- 
ing northward, up the west side of the Sacramento River. The 
—— is about 25 miles. It is to be eventually extended to 

ehama. 


Vaca Valley. 

This road is now completed from the California Pacific at 
Vacaville, Cal., northward 12 miles to Putah Creek at Winter's. 
Trains have begun running regularly. 


Southern Pacific, 


Work is progressing oa | on the road from Caliente 
through the Tehachepi Pass. very large force is employed, 
but progress is necessarily slow, on account of the extremely 
difficult nature of the work. 

On the extension of the Los Angeles Division southeastward 
to the San Gorgonio Pass, track is laid to Colton, 60 miles from 
Los Angeles. Coltonis the nearest point to San ernardino, and 
will be the station for that town. The people of the old town 
are much disappointed at the location of the road away from 
them, and there is much feeling in consequence, 


Stockton & Ione. 

This project has not been abandoned, and new rgils are being 
— for the road, of which 150 tons were to be delivered last 
week, 

Eureka & Ruby Hill. 

Track is laid on this road, which runs from the mills of the 
Eureka Consolidated Mining Company in Eureka, Nev., to its 
mines on Ruby Hill. It is about six miles long and of 3-feet 
gauge. 

The Hoosac Tunnel Line. 

On the night of August 6, a mass of rock estimated at 1,200 
tons fell from the roof of the tunnel, completely blocking it up. 
This took place at the part of the tunnel where the loose or 
Denenatined rock occurs, and where the roof had been blasted 
out for some distance in the hope of getting clear of this dan- 
gerous material. The roof was temporarily shored up with 
heavy timbers to hold it until the brick arching could be fin- 
ished, but the timbers were carried down and crushed by the 
great weight of the fallen mass, All the available force was at 
once put to work to clear the tunnel, which was open to travel 
again August 9. 

no the month of July 636 loaded cars passed through the 
tunnel. 


Paducah & Memphis. 

The United States Circuit Court has granted the petition for 
the appointment of a receiver in the foreclosure suit, and_ has 
appointed C. H. Allen and W. H. Smithers receivers. They have 
duly qualified and taken possession. 


Oayuga. 
This company recently closed a contract to carry 36,000 tons 


of coal annually, which is in addition to the present traffic of 
the road. 


Hanover Junction & Susquehanna. 

The contractors, John A. Britton & Co., are pushing the 
work with a full force, and expect to complete the road to the 
Susquehanna at Marietta by October. 


Levis & Kennebec. 

It has been resolved to extend this road at once from the 
present terminus to St. Joseph de la Beauce, P. Q., about 15 
miles, and the rails for this section have been ordered from 
England. 


Lake Erie, Alliance & Waeeling. 

Ground was broken for this road with much ceremony at 
Alliance, O., July 31. The road, which is to be of 3-feet gauge, 
is to extend from a point on the Painesville & Youngstown, by 
way of Alliance and Cadiz to Wheeling. F. Kellogg, of New 
York is the contractor. 


Davenport & St. Paul. 

From papers recently served upon parties connected with 
this company, it appears that certain holders of bonds residing 
in Germany have sued Saulsbach & Co., the banking firm in 
Frankfort, through whom the bonds were sold in Europe, for 
damages for obtaining money through misrepresentations. 
The firm, it is alleged, represented that the conditions under 
which the bonds were issued made them ubsolutely safe as an 
investment, and so people were induced thereby to exchange 
their money for them. The a of Saulsbach & Co. 
in this country have accordingly served notice on the president 
of the company, that if the firm is mulcted in damages in Ger- 
méaay, they will hold the gentleman who made the representa- 
tion to them responsible, and that they will sue in the courts of 
this country to recover. 


Chicago, Milwaukee & 8t. Paul. 

The New York Financial Record says: “A suit to recover 
$1,150,000 has been brought in the Supreme Court of this coun- 
ty against the Chicago, Milwaukee & St. Paul Railroad Compa- 
ny, by David M. Hughes, surviving trustee of a mortgage or 
trust dated November 30, 1864. 

“The affidavit of Mr. Cowdrey, former counsel of the com- 





pany, would seem to indicate that a lively warfare has been 


commenced by certain parties of the old management against 
the new regime, 

“Tt seems that the mortgage referred to provided that the 
redemption of the bonds should be secured by a fund 
arising from the entire net income or earnings of the grain ele- 
vator erected at Milwaukee under the contract. Under this 
agreement $289,000 have been paid, but for a period no pro- 
vision has been made forthe one million or more now due— 
hence the suit. We understand the present management have 
desired for a long time to provide for the sinkin; require- 
ments, but certain members of the old retiring have re- 
sisted such an application of funds. As it appears, the holders 
of the 1864 bonds will get pat for them, while other outstanding 
mortgages are selling much below par. It isa shrewd opera- 
tion on the part of the bondholders of 1864, as they have prob- 
ably purchased the issue at a small price.” 


Atchison, Topeka & Santa Fe. 

Last week it-was stated that preparations had been made to 
build an ao line for the Kansas Midland from Law- 
rence to De Soto. This appears to have a the other 
party to terms, and it is now announced that a satisfactory 
agreement has been made for the use of the St. Louis, Law- 
rence & Western track between those two places. The 
officers of the company have been a Kansas Mid- 
— road, and trains will soon begin to run ugh to Kansas 

ity. 

Toledo, Wabash & Western. 

Holders of equipment bonds, who have not yet done s0, are 
requested to communicate with the committee, the chairman 
of which is Mr. B. F. Ham, No. 23 Nassau street, New York. 


Oape May & Sea Grove, 


his road is now in operation from Cape May, N, J., to Sea 
Grove, with a branch to the steamboat landing on Delaware 
Bay, in all 3% miles. It connects with the West Jersey road. 
e entire road was built and equip in three weeks by the 
contractor, Charles Robb Wilson, of Philadelphia. 


New Orleans & Pacific, 


The first 10 per cent. of the subscriptions to the stock has 
been called in and a surveying party has been put upon the 
line and is now working from Alexandria, La., towards Nachi- 
toches. The subscriptions to the stock in New Orleans amount 
thus far to about $165,000. 


Missouri, Kansas & Texas. 


Ata conference recently held between officers of the com- 
pany and the city authorities of Hannibal, Mo., several points 
in dispute were amicably settled. The matters referred to 
were eee | the re-building of dykes and bridges along 
Bear Creek inside the city limits. 


The Proposed Fast Mail Train. 

It is reported that the Post Office Department has made, or 
is making arrangements for a train to be run between New 
York and Chicago exclusively for the carriage of the mails, 
None but postal cars will run on the train, and it is to go 
through in about 26 hours. The mails for the principal inter- 
mediate towns and distributing points on the line will be made 
up in the cars and will be left and taken up as far as possible 
without stopping. It is thought that by means of this train a 
sreat saving can be effected in the time of the mails, not only 

0 Chicago, but to points west and northwest of that city, 
The route chosen for this train is over the New York Central & 
Hudson River and the Lake Shore & Michigan Southern, that 
line having been adopted on account of the greater bulk of mail 
matter already carried by it, and the fact that there are more 
—— towns and distributing points located upon it than on any 
of the other lines. The train will begin to run about Septem- 
ber 15. It is said that there will be no increase of expense, as 
the mail now sent by several different routes will be concen- 
trated upon this one. 


The Recent Storms, 

The very heavy rain-storms of the past two weeks and the 
consequent floods and freshets have done an immense amount 
of damage to the railroads. The principal trouble has been in 
Ohio, Indiana and Illinois, though the effects of the storm were 
felt eastward as far as Pennsylvania and West Virginia, and 
westward into Missouri. The worst sufferers were the roads of 
southern Ohio and Indiana, hardly a railroad in that section 
having escaped serious losses in the shape of bridges carried 
away, embankments washed out, land-slides, and in some 
cases wrecked trains, Travel out of Indianapolis in every di- 
rection, and from Cincinnati both westward and castward was 
interrupted for several days. From St. Louis, westward, also 
the railroads were considerable sufferers. North and west of 
Chicago and east of Pittsburgh and Cumberland comparatively 
little damage OT" to have been done, though there were 
some cases of loss in New England. Few rain-storms are so 
wide-spread in their results, the heavier rains being generally 
confined to comparatively narrow limits. 


Texas & Pacific. 


The President has approved the recommendation of the Sec- 
retary of the Interior that the sections of this road from Mar- 
shall, Tex., cast to the Louisiana line, from Marshall to Texar- 
kana and from Sherman, Tex., east to Brookston, be accepted 
as completed according to law. 


South Mountain & Boston. 

A company by this name has been organized in New York, 
under the general law. The object is to build a road from Pine 
Bush, N. Y., to the east end of the Poughkeepsie 
Bridge, about 28 miles. It is to be the continuation and com- 
pletion of the line from Harrisburg, Pa., to the Hudson River 
which is to be composed of the kouth Mountain Railroad of 
Pennsylvania, the South Mountain & Boston of New Jersey, the 
New Jersey Midland and the Middletown & Crawford. The South 
Mountain and the South Mountain & Boston of New Jerse 
are now under construction, with the w Vv 
The section of the New Jersey Midland which is to be used, 
from Hamburg, N. J., to Middletown, N. Y., and the Middle- 
town & Crawford, from Middletown to Pine Bush, are completed 
and in operation. 


Chicago, Danville & Vincennes. 

Gen. A. Anderson, the Receiver, has submitted to the United 
States Circuit Court an elaborate report on the condition of the 
road and its affairs. The road now operated is as follows : 


In Chicago, leased from Pitts., Cin. & St. Louis........0... see. . 6 
ye od to Junction, leased, Chicago & Southern road.........+++ 21 
Junction to Danville, owned pees cogenesesesoose eocee Ae 


Total main line........ cecccce sbececenee cccvoceccccccccccsoes San 
Indiana Division, owned, Junction to Dalton.........ssceeeeees 3 
” ” « — Bismarck to Snoddy’s Mills............ 24 
59 


In November, 1871, a lease was taken of the Pittsburgh, Cin- 
cinnati & St. Louis track from Dolton to Chicago for 99 years at 
a rental of about $65,000 per annum. In July, 1874, another 
lease was made, for ears, of the Chicago & Southern road 
at an annual rental of $22,400. Both these leases were in force, 
and the rentals had to be d. An arrangement, however, 
has been made by which, in future, rent will be paid only for 
the track actually used. 





y y 
The equipment consists of 34 engines, 7 4 - 
age onl 3 mail cars; 290 box, 38 stock a armas, 6 Soe 
five of the locomotives the Hinkley Locomotive Werks have a 
claim for $68,531. As they are not suited to the road, the Re- 
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ceiver recommends that no effort be made to retain them. The | back into it and went down with the rest. The caboose caught | the London committee of bond and stockholders. Sir Edward B] 
Indiana Block Coal ew has a claim of $105,000 for 140 | upon one of the piers and remained there. Four persons were | Watkin is chairman of the committee. oer fit 
coal cars, and Michael one of $134,428 for cars. In| killed and six hurt. The New York Supreme Court has denied the oo of cl 
both cases the Receiver thinks the price of the cars much too| The bridge was in all 650 feet long, and consisted of one | John Livingston and others for an order to set aside the recent c 
high, and recommends that the contracts be forfeited and the | Howe truss through span 134 feet long, two Howe truss deck | election of directors. M 
cars allowed to go. : spans of about 130 feet each, two short spans of 40 feet each, Gulf Qolorado & Santa Fe in 
‘The capital stock 693,200, all of which was issued to | the remaining 180 feet being trestle work.. The piers were of ’ eines . . ri 
J. E. Young & Co., $2,596,500 for construction and equipment, | wood. One of the deck spans alone remained standing, the | ,, The work on the grading is Lata essing rapidly, and that on fa 
and $96,700 for expenses of funding coupons. others going down. The ser consisted of 21 cars, several of | the “a over Galveston Bay is being — as fast as pos- ve 
The funded debt is as follows: which were flat cars loaded with rails. sible. e track on the island is all laid and about two miles U 
Hypothe- Held by As to the cause of the accident there seems to be much differ- | 0% the mainland, five miles in all. No more will be laid until 
seats ti: te eee. cated. Receiver. Pm Total. a tae epiniee,. On =~ side it is ome that the — was Oh engine Rock I land & Pacifi & 
First mortgage, Til. Div. , ee 500,000 | weak originally and had not been kept in good con- i ific. : 
a morteage, Ind. Div. vn = race aoe dition. | The verdict of the coroner’s jury wos that the bridge ~ ay. nene = pod ‘ne vod the extension of the - 
Chattel ae... Bs conn 996,000 @4'000 100,000 | “48 built of unseasoned and unsuitable timber, and was con- Sigourney Branch to Oskaloosa, have also run a line from the gr 
sidered unsafe by competent persons; that it broke under the | ja fter place by way of Pleasantville to Des Moines 
: ” . at 
Totals............++ $8,913,000 $1,978,000 $109,000 $6,000,000 | Weight of the train, and that the officers of the company were f 
The total bei t the rate of $45,455 mil ry to be severely blamed for its condition. On the other hand, at | Oairo & St. Louis. Pr 
Kd } DEERE OF RO: EHO O oe Pen Tae One the request of General Manager Mead, the wreck was examined | The telegraph line is completed from East St. Louis to Jones- | 
The floating debt is summed up as follows : by Mr. J. W. org General Manager and Chief Engineer St. | boro and is being extended to Cairo. co 
Operating Dalances.........sseceseccceceecccceececeeses $290,255 24| Paul & Sioux City Road, C. A. F. Morris, Chief Engineer St. Paul ‘ lal 
Construction..... -++ 92,889 22 | & Pacific, C. H. Prior, Superintendent Milwaukee & St. Paul, | Charlotte, Columbia & Augusta. th 
Equipment...... seseeee 377,297 40) F. R. Delanoand J. 8, Sewell, civil engineers, and those gentle- | There appears to be much local discontent with the manage- | 
Money ee: reteeeeeerecess teteesseseee pyr 80 | men made the following report, addressed to Mr. Mead : ment of this road and it is itreely charged that discriminations ion 
SUNAFY MOCOUMLS....+- + eereeeererrcersererereesceecoeees /296 86)“ ‘The undersigned have to-day, in response to your request, | are made against Charleston and other South Carolina towns De 
‘Total $1,732,345 62 | Made an examination of the wreck of the Northern Pacific Rail- | and against the South Carolina road. There is talk of an ap- 
F PISA Rael Be Li PT thee tee rial ate way bridge at Brainerd as it lies, and of the remaining (east) | peal to the Legislature for a‘law against such discrimination. Ok 
The sundry accounts consist chiefly of $588,536.10 claimed by span of the said bridge as it now stands, with the view of 
Judson and Tenney as due J. E. Young & Co., for building the | accounting, if possible, for the casualty. 4 Indianapolis, Bloomington & Western. be 
road, since 1869. As these creditors have heretofore signified | «We find nothing ‘in the appearance of the debris of the| It is reported that there is much dissatisfaction at some of as 
their willingness to take stock for their claim, it is not fairly | wrecked spans to justify us in attributing the wreck to defective | the appointments made by General Wright, the Receiver, and pl 
cash or yi. Fy —— pone = of Progr or ieagroper materials or workmanship, or design in the original | that an effort is to be made to force the reinstatement of Mr. Rs 
a a a . 8 * | construction, or to the want of proper attention and repairs | J. E.Gimperling as Superintendent, or, if General Wright r 
as OWE ¢ since it was built. We find the east truss yet in place, and in refuses, to have another receiver appointed. It is fair to say, 
Due and unpaid, July 31......+s+sseceeceeesseeserseeeees $738,149 21 | good and safe condition. This truss was constructed at the | however, that there is nothing very definite charged against 3 
Due after August 1, with payments extending to Dec. 31, same time, and as the others were, and we are informed that it | the Receiver or his agent, Colonel C. C. Smith, their principal yy 
treeereecesecececesereccsccecsececccsececeeecerseees 103,986 29 | hay received the same care and attention from the officers of | offence apparently consisting in the removal of Mr. Gimper- a 
Total ...csccccce POYTTT TTT TT Peccccccccecccccccccccs coccesGOhl, 185 50 = may judge by the condition of the other trusses from ro th Peed the 
Part of this is secured by the $1,978,000 of bonds hypothe- | our examination of this one, they conld not have been broken | °®Wyérs fond. / ; : $5 
j ca : by the weight of any ordinary train. While we find ourselves | A branch line about five miles long is to be built from the rises 
if When the funding scheme was proqened in November, 1873, | unable to definitely describe the manner of the wreck, we are | Portland & Ogdensburg, near Upper Bartlett, N. H., to Saw- the 
if the National Trust Company, which held $298,000 first-mort- tone : » cnintan : nanan nae aectiie yer’s Pond. It is intended to open a large lumber tract. the 
ii ge bonds, actively op it. Subsequently’ the compan unanimously of the opinion that it was caused by some accident | Y I 8 wit 
Hi sa) 9 e s cars | 2 i rai P ing the idge ; } : 
i veecel to bay back these bende, and the Trust Comme y to one of the flat cars 1 nadled with rails, crossing the bridge at Pacific, of Missouri. i 
Pose - , the time, by which a part of the car or a rail became entangled The additional mortgage recently authorized by the stock - 
' ee ne pth oe z oggpmneag 4 ha ee eee in the rec thereby displacing some of the timbers nearly or | }ojderg has been exe pry andl ae wanondel tt ‘a for $4.- oft 
sly Ove 2 west c } or. * * . ¥ 
r $31,982.52, inchadiing $10,000 borrowed money. To secure this a or | wig hegdeen tn gl og §. J. Wallace, the | 200,000, is dated July 10, 1875, and is made to Henry F. Vail and roa 
\ #50,000 of the bonds were pledged. The Trust Company, how- ne a ee ‘ eng see hs ’ James D. Fish, trustees. dee 
i} , foreman of bridge repairs on the Northern Pacific road, and : 
; ever, penne | "= he ene — 4 ithe bonds, know him to be a compétent and faithful man in the discharge | Connecticut Oentral. Bri 
i $258,300, a6 @ cas > “hb ce SS Wee BO eee 5? | of euch Guiles.” _ At a recent meeting the stockholders voted to authorize the to § 
the floating debt, should the arrangement stand. The Re issue of $400,000 bonds, to be secured by a first mortgage o 
* ceiver, however, thinks that the officers of the railroad com-| §t, Louis, Kansas Oity & Northern. the oh _— ’ y gage on & gi 
i a ——, —, powers in making the arrangement, and The special meeting of stockholders to vote on the ratifica~| The location of the branch from East Windsor, Conn., east- roe 
if that it wi m poe * $140,000 rJ.EB.Y tetand cation of the amended leases of some of the lines worked by | ward to the Rockville Branch of the Hartford, Providence & 
H _ There is also about $140, tg Oe - . Young outstand- | the company was held in St. Louis, August 10, and the leases | Fishkill road, a distance of about seven miles, has been com- Dal 
t ing, on which the company has been sued. The Receiver | gupmitted were approved. The lines concerned were the St. | pleted and filed with the Railroad Commissioners for approval. 0 
P holds that the rb is not liable. There are also $500,000 Louis & Cedar Rapids road, from the Missouri State line to Work on the road is progressing steadily, and it is hoped that tot 
Hi bonds given by J. E. we to secure payment for property in| Ottumwa, Ia., 43 miles, which forms an extension of the | trains will be running > Hover. % 
BS Chicago, bought of 8. J. Walker, who, it is understood, is will- | Northern Division, and of which the annual rental will here- Nav 
il ing to take back the property and surrender the bonds. It is | after be $22,500, and the Boone County & Jefferson City road Woodstock. Dal 
i claimed that the company guaranteed these bonds, but no} fom Centralia, Mo., to Columbia, 22 miles, of which the an-| The trestle work approaches to the bridge at Queechee Gulf bia. 
i record of the transaction appears upon the books. nual rental is to be "$7,000. Both lines have been heretofore | are completed, and the bridge itself, which is 180 feet above the are 
ti Under the funding proposition $409,379.93 funded coupon | worked by the company under different leases. water, is being put -* As soon as it is ready, a short time will the 
HF bonds and yah poy vid — — ne ie - Neg The abrogation of the agreement with the Kansas Pacific | be sufficient to complete the road. ae 
i amounting 30, gold, was due August 1, an e Re- | has led to a lively contest for the business of that road. Rates Inc 
i ceiver asks authority to pay it. : are being cut badly, on both passengers and freight, by the St. Boston, Revere Beach & Lynn. : : weig 
i} For the year 1874 the result of operations was as follows : Louis, Kansas City & Northern and the Hannibal & St. Joseph. |_ This company has resolved to authorize an issue of $300,000 driy 
if Gross earnings ($4,869.70 per mile)...............+++.+++-»$745,068 93 | The passenger fares have been cut down as low as $2 from Kan- | 7 per cent. 10-year bonds, of which $200,000 will be sold at once. beer 
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rentals would be about $440,000, currency, perannum. The} opening at the top. The bag can be opened only by keys | Boston, up to August 21. A sinking fund, beginning with 2 per and ; 
chattel mortgage bonds are not included. which are to be kept by the officers in charge at terminal | cent. a year, and increasing gradually thereafter, will be pro- your 
The main traffic of the road is in coal, which has been much ints. In fact, these bags will constitute a fare-box something | vided for the retirement of the principal when due. thro 
depressed during the past year. With a on erous year and a Fike that in use on horse-oars, with the exception that the con- Paris & Danvill poin' 
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that the earnings could be increased from 50 to 80 per cent. | circulated that the conductors will also be required to wear a| The road has been completed to Robinson, in Crawford hope 
over those of 1874. uniform in which there are no pockets of any description. Nat- | County, oe for some time, but the formal i did not take comi 
The equipment ameraliy was in pony hod contition and re- urally these regulations are anything but popular among the | Place a = ay ee Bes po i caliatiy <atea —— Chicago Rut} 
quired large expen es for repairs. e main road was in | conductors. 4 was carrie er i - . 
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NN a suiustesacndsedschasensaveetsasatstumebhases 237,722 86 Bch —- + - ‘ vill 
‘ River is up, and the rest is nearly finished. e tunnel is ule, 
Quebec & Lake St. John. RARDIN Olls....cosssseacenereresnnnsdond $146,131 46 inp, eed aa sippl, 
It is reported that a practicable route, much shorter than MP GONGOR, «6.00 a.0:00000000000e006e0008066 68,721 on — more than one-third completed. dista; 
that surveyed, has been vered. As the discovery has been 8 © | Moshannon Branch. the P 
made by French-Canadian and Indian hunting parties, it is TR AE ap csccus an ececcehsibescestocaabeuness $22,870 03| The track is being laid on an extension of this road from most 
ible — the — m —y agin _ as to its practicabil-| ay, oxcoss of liabilities over asscts June 30 was $1,103,905.85, | Houtzdale, Pa., westward to the property of the ae a sang 
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New Haven & Northampton. 725.31. Since the Receiver took charge the liabilities have been | ‘*@¢t of coal land. can h 
At the special meeting of the stockholders in New Haven, | "duced $38,869.80. East Broad Top. ' As ; tbe line h 
August 10, it was unanimously voted to reject the law recently Philadelphia, Wilmington & Baltimore. The proposed branch line from Oiblnenin, Pinal - a Phils 
pres by the Lagiiatare commpaling the, company, to recs | "two more of the wosden spans of the bridge over the Sus-| SH , vesting thapassengss suaion a Olena: the vps “ 
two years a o This action was taken under the general law, | uchanna at Havre de Grace are to be roplaced by iron this | pany, through the Rockhill narrows, extending the same through some 
which rovilies that no amendment to the charter of a com-|*#80n. The piling and temporary trestle work, to carry the | Bjacklog Valley, through the Shade Gap narrows, and then 
pany shall be valid unless accepted by the stockholders at a | @ins while the new spans aro being erected, are nearly; taking a southeasterly course past Burnt Cabins, cros o et, 
meeting called for that purpose. The matter will undoubted- | “2ished. > Tuscarora mountain and connecting with the Southern Sat Le 
ly LY egen to oo courts, as the Plantsville people are very | Reading & Lehigh. ago a aa at or near Richmond, in the lower en in ro 
much im earnest. The application of the Wilmington & Reading Company to | * 4th Vaulley. ; ifficult F 
Northern Pacific : have the lease of this road to the Philadelphia & Reading | The line would be about 25 miles long, teen» —" of ol 
ftom ‘iene enjoined and set aside has been finally refused by the Penn-|™ountain country. It would open up very large Phe coal 
wae f wo be we gh _ Pied the hg oes pe Circuit Court : y : iron ore, and would, in time, give a new market for he Ties a 
closure of mo @ has m so amen at the lands | * ’ : from the Broad Top mines. 
granted to the company, instead of my ogy copeneiety, can be | Tennessee Railroad Taxation. P Dela 
sold as franchises with the road, and the sale of thelands al-| Tye Nashville, Chattanooga & St. Louis and the Western & | Solumbus & Toledo. i ade 
ready conveyed to the company can be es for the pres-| atlantic (for so much of its road as is in Tennessee) have| Over 200 bids were received for the construction of this road, Over 4 
ent, The reason for this is that some of the lands have not | jecided to pay the tax of 1% per cent. on gross earnings in lieu | last week, and the contract was finally let to Ben ry the 
ae: been surveyed, while others, which have been surveyed, | of other taxes. The Louisville & Nashville Company has filod a| Smith and nine associates. The price is about $14,000 pet iron 
ave not yet been deeded to the compauy, owing to a differ- | .:hedule of the property of its main line from Nashville to the | mile, two-thirds payable in bonds, the company Fa gradin 
ence with the Interior Department as to payment of the cost of | Kentucky line; for its other lines it claims exemption under right of way, station buildings and equipment. The work i ws 
surveys. The decree of sale has also been amended by striking | their charters. to be completed in one year from the coming fall. The Will be 
out from the order directing the distribution of the proceeds of f will be about 120 miles long. ree to be ¢ 
the sale, the clause which runs as follows: ‘‘ To the payment of Erie. Mr. Smith is well known as a railroad officer and contrase . 
all sums due for moneys borrowed to pay interest on the mort-| The committee of which Mr. John Hooper, of New York, is | He has been connected with the Columbus & Hocking yom Atlan 
gagedebt, or to pay for labor and materials, for the repayment | chairman, has issued a circular setting forth in detail the his-| {he Indianapolis, Bloomington & Western, the Peoria & oe The 
of which any former or t officer of the company, or any | tory of the road and urging stockholders to make an immediate lumbus, Chicago and Indiana Central, and 0 holder 
°, r present y Island, the Co ) g 
rson at his or their instance, is security, not to exceed $100,- | effort to take the road from the control of the present manage- | roads. the Lo 
in the aggregate, to be oo pro rata, ment. Especial objection is made to the use of the proxies ob- ‘ ML, 
On the morning of July 27, as a freight train was crossing the | tained by Messrs. Barlow and Watson in 1873 and still used by Montclair. 5 a tW the 
%, bridge over the ssippi at Brai Minn., the bridge gave | the former. The draw of the bridge over the Passaic Rivet ‘ - rh 
way and nearly the whole train went down into the river, 60 Sir Edward Watkin and Mr. Morris, of London, left England | N. J., caught fire very early on the morning © UB at 50 ‘ 
uiled ' August 7 on a visit to the United States as representatives of! with the draw-pier, which was wholly of wood an 
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feet high above the water, was entirely destroyed. The fixed 
spans were somewhat damaged, but were saved ~ rhe Newark 
fire department, the bridge being just within the limits of that 
city. The bridge is said to have been struck by lightning. A 
contract for a new draw-span was at once let to the Watson 
Manufacturing Company at Paterson, and it will be completed 
in about a week. Meantime, passengers are ferried across the 
river, the transfer being exceedingly inconvenient, from the 
fact that the road is high above the river and on the west bank 
very difficult of access. 


Ulster & Delaware. 


The new company which has taken the New York, Kingston 
& Syracuse road, recently sold under foreclosure, is improving 
the condition of the line as fast as possible. The bridges are 
being repaired and rebuilt and steel rails laid on the heavy 
grade and sharp curves which carry the road from the Hudson 
at Rondout up to the plateau above. 


Portland & Ogdensburg. 


The connection with the Fabyan Branch of the Boston, Con- 
cord & Montreal, at Fabyan Place, N. H., 91 miles from Port- 
land, has been finally completed and trains cin now run 
through. 

Work is being pushed on the extension cf the Vermont Divis- 


ion from West Concord, Vt., east to the Connecticut River at 
Dalton. 


Ohicago & Lake uron. 


Iron has begun to arrive for the road which is to fill the gap 
between Flint, Mich., and Lansing. Track laying will begin 
as om m as the tridges over Flint and Thread rivers are com- 
pleted. 

Railroad Building in Oalifornia. 


The San Francisco Ada says that the present year shows 
unusual activity in railroad building in California. e track- 
laying advances rapidly in San Bernardino Valley, and about 
2,000 graders are digging away at San Fernando, Tehachape, 
and San Gorgonio, and the present rate of progress indicates 
that the promise of the completion of rail communication to the 
Colorado before July, 1876, can be fulfilled. Lately a party of 
railroad men have been examining the gap between Reading, 
the northern terminus of the California & em, and Roseburg, 
the southern terminus of the Oregon & California Railroad, 
with a view to the completion of the railroad between those 
»0ints, but the Alfa had not heard of any important results of 
Their investigation, beyond a determination that twenty miles 
of road must be built this fiscal year. The construction of that 
road to give access by rail to Oregon and Washington, is 
deemed of much importance to the development of the Pacific 
coast, and it might add something to American influence in 
British Columbia. The grading on the roads from Petaluma 
to San Rafael, and from Colfax to Grass Valley, is advancing at 
a good rate. A contract has been let by the Central Pacific 
Railroad Company for a railroad from Woodland to Colusa and 
Tehama. 

Dalles & Oelilo. 

Of this Oregon railroad Mr. E, P. Hodnett writes as follows 
to the Locomotive Engineers’ Monthly Journal: 

‘** This road is owned and controlled by the Oregon Steam 
Navigation Company. The road is used as a portage from 
Dalles City on the Columbia River to Celilo, also on the Colum- 
bia. The road is 14 miles in length and five feet gauge. There 
are two locomotives, built by Danforth & Cooke. They are on 
the pony plan, with tender mounted on the same frames with 
boiler. The cylinders are 11 x 15; driving wheels, 4 feet 8% 
inches. These engines have but a single pair of drivers, and 
weigh about nineteen tons, with wood and water; weight on 
drivers about 11 tons. They have done good service; have 
been in use twelve years, and look good for as Many more. 
There is but one engineer employed on the road. e does 
all the running, but it is necessary to keep a spare engine in 
case of accident or break-down.” 

Raleigh & Augusta Air Line. 

The annual report of the Raleigh & Gaston Railroad Com- 
pany, which owns a controlling interest in this road, says : 

“The Raleigh & Augusta Air Line road is now completed 
and running some 57 miles, 13 miles having been finished since 
your last annual meeting. Forty miles more will take them 
through to the Carolina Central road, touching that road at a 


point some five miles east of Rockingham, which will give us a | 1 


direct communication with Charlotte and Wilmin; 
hoped and believed that this will be accomplish 
coming fiscal year.” 


Rutland. 


This company has filed a bill in chancery in the Franklin 
County Court, praying for a recovery of the road and its leased 
lines from the possession of the Central Vermont. The case is 
returnable at the September term. This is in pursuance of the 
steps already taken to annul the lease. 


Nantucket. 


It is proposed to build a light railroad about nine miles long 
on the island of Nantucket, to run from the town of that name 
by way of Surfside to Siasconset. It will be used mainly for 
pleasure travel in the summer. 


Danville, Olney & Ohio River. 


This road was projected.several years ago to run from Dan- 
Ville, Tll., a little west of south to Olney, on the Ohio & Missis- 
sippi, and thence to the Ohio River opposite Paducah, Ky., a 
distance of about 220 miles. The northern end will be close to 
the Paris & Danville, and the southern portion will be for the 
most part not very far from the Springfield & Dlinois South- 
eastern and the Cairo & Vincennes. As none of those roads 
have heretofore succeeded in securing a very profitable traffic, 
the prospects of the new line, which seeks to divide that traffic, 
canhardly be called brilliant. A contract for the whole 

ne has been let to Wm. E. Henry & Co., of Joliet, Ill. 
Philadelphia & Reading. 

This company is preparing to build a convenient and hand- 
tome depot adjoining ‘‘Memorial Hall” on the Centennial 
founds in Philadelphia. The main building will be 50 by 128 
eet, with two wings 40 by 80 feet, and a belfry 110 feet high. It 
will contain a restaurant, waiting-rooms and the usual offices. 
The platforms outside will be 560 feet long. The building is 
intended to be, architecturally, worthy of the surroundings. It 
will be a permanent structure, and will be used, after the expo- 
sition is over, for the park excursions, of which the road car- 
nes & great many. 


Delaware & Bound Brook. 


Work is progressing steadily on the grading of this road, 
anda considerable part is finished. The hex for the bridge 
over the Delaware River are going up, and the contractors for 
€ superstructure, J. H. Cofrode & Co., havea 


m. Itis 
within the 


rt of the 
‘on work on the ground. On the Pennsylvania side the 
Goting is nearly finished, two bridges and several culverts still 


vill ining to be built, The present expectation is that the road 
be completed early in the Spring of 1876. The work is said 
done in an unusually substantial manner. 

Atlantic & Great Western. 
holac scheme agreed upon between the first-mortgage bond- 
ea committee and Mr. James McHenry, is pvblished in 
Me 7 financial pane of July 24, over the signature of 
the - Woodman, Secretary of the Company, who announces 

Lples on which the scheme is based to be : 

‘the nominal par value and priorities of ‘the existing 


securities be maintained ; but that the annual charges shall be 
within the net revenues of the company. 

2. That the administration of the company be placed in the 
hands of a committee of directors resident in London, so that 
the proprietors shall at all times have full knowledge of the 
progress of the revenues and the actual ition of the railway. 

3. That the election of directors shall be at the disposal of the 
first and second-mortgage bondholders through trustees hold- 
ing the shares for that purpose. 

. That the right of foreclosure be suspended for ten years. 

The following is the “scheme of arrangement” : 





Foreclosure under the first or second mortgage shall be prose- 
cuted, decrees for sale obtained, and the road, with its leases, 
franchises, rolling stock, etc., sold; that it shall be hong in 
by Sir George Balfour, K. C. B., M. P., H. Wollaston Blake, 

ugh Fraser Sandeman and the Rev. 2 Lockington Bates, as 
trustees for reorganization, on behalf of the creditors. The 
trustees shall then organize a new company, under the title of 
the Atlantic & Great Western Railway Company, or such other 
title as they may adopt. All existing bonds, coupons, shares 
and other evidences of indebtedness shall be lodged, when re- 
quired, with the trustees, to be held for the purposes of the 
proposed scheme, and afterward to be canceled, certificates 
acknowledging the receipt of these securities to be issued by 
the trustees. They shall also prepare the new securities, and 
make application to the Committee of the Stock Exchange to 
recognize these certificates, as representing the original docu- 
ments, pending their conversion into the securities of the new 
ey 

It is then proposed that the administration of the company 
be brought under the direct supervision of the bondholders, 
through a delegation of directors in London, who shall have 
full control over the expenditure and policy of the com- 
pn! and that transfer and register books be kept at the 

ondon office. The revenues of the road shall be remitted to 
London monthly, and monthly statements of expenditures and 
receipts published; also semi-annual reports from the execu- 
tive officers, prepared as nearly as possible in the form adopted 
by the English railways, shall be furnished, and a public meet- 
ing of all the bond and shareholders shall be held at least once 
a year in London. The shares of the reconstructed company 
are to be deposited in trust, and the right to vote thereon is to 
be exercised by five trustees, elected annually at a meeting 
called for the purpose, three of whom are to be chosen by 
a majority in value of the first-mortgage bondholders, one by 
a majority in value of the second-mortgage bondholders, and 
one by a majority in value of the leased lines bondhold- 
ers, the latter trustee to continue until the third-mortgage 
bondholders shall receive 7 per cent. interest in cash during 
three years. There shall be no power to create bonds, mort- 
gages or obligations, or otherwise to increase the capital of the 
compeng. or to grant any lease of, or otherwise alienate the 
whole or any part of the property, or to accept the lease of, or 
enter into agreements for working any other railroad, without 
the consent of a majority in value of the holders of the first and 
second mortgage bonds ; except that the directors may create 
a prior lien security, having a first charge over the whole prop- 
erty, to provide means for making the road narrow gauge, 
which shall be done as soon as practicable after the election of 
the directors ; also, for the payment or exchange of that por- 
tion of first and second mortgage bonds and interest, called 
Ohio bonds, due Oct. 1, 1876; for repayment of amount bor- 
rowed from leased lines of 1873, and for other ony ur- 
poses, not exceeding $7,000,000, to be issued only as and when 
in the opinion of the London delegation of the Board of Direct- 
ors the amounts may be required, and to bear interest not 
exceeding 6 per cent. 

e nominal par value of existing securities is to be main- 
tained, and the annual charges for interest on capital governed 
by the net revenue of each year. 

The synopsis of the re-arrangement of the capital and annual 
changes is as follows : 

Frast-MortGace Bonps.—For conversion of existing first. 
mortgage bonds, reorganization stock with bonus and interest, 
and for coupons to Jan. 1, 1876, inclusive. Right of foreclosure 
to be suspended until July 1, 1886. Capital re-payable in 25 
years—To receive 5 per cent. per annum to Dec. 31, 1880 (and 
afterwards at the rate of 7 per cent.) if earned within the year. 
Such portion as may not be earned to be payable in deferred 
warrants, to be capitalized in bonds of the same class in sums 
oo Payment to become absolute not later than July 1, 


SrconD-MortGace Bonps.—For conversion of ns BeC- 
ond-mortgage bonds and coupons to March 1, 1876, inclusive. 
Right of foreclosure to be suspended until Sept. 1, 1886. Cap- 
ital re-payable in 30 years—To receive 5 per cent. per annum, 
or so much of the same as may be earned within the year after 
the first-mortgage bonds have received their interest in cash. 

Turrp-MortGAGE Bonps.—For conversion of existing third- 
mortgage bonds. Capital re-payable in 35 years—To receive 5 
per cent. per annum, or so much of the same as may be earned 
within the year after the second-mortgage bonds have received 
5 per cent. in cash. 

EFERENCE SHARES.—For conversion of existing preference 
shares—To receive 1 per cent. per annum if earned within the 
year after the third-mortgage bonds have received 5 per cent. 

Common SHARES.—For conversion of existing common shares 
—To receive 1 per cent. per annum if earned within the year 
after the preference shares have received 1 per cent. 

The surplus net revenue remaining after these payments to 
be applied to increasing the interest to 7 per cent. on the mort- 
gage bonds in succession, and to 5 per cent. dividends on the 
preference shares. 

LxasED Lives Bonps (1872).—To receive 4 per cent. interest 
from 1st rng 1876, during three years; 5 per cent. from 
1st January, 1879, during six years ; and afterwards to receive 
6 per cent. until maturity. is agreement to be indorsed on 
existing bonds. 
LxEasED Lines Bonps (1873).—To receive the net profits up to 
7 per cent. (but not less than 2 per cent. per annum ae 
years from Jan. 1, (1876) arising from the working of the lines 
whose securities are held by trust The comp to reim- 
burse the amount taken from these lines, which amount is to 
be used only in completing the works. The amount due under 
the guarantee of these bonds by the Erie Saeee of 7 per cent. 
per annum, commencing Jan. 1, 1876, to be applied, when re- 
ceived, towards the full payment of the coupons. is agree- 
ment to be indorsed on existing bonds. 3 
REORGANIZATION Stock.—To receive the par nominal value 
with a bonus of 25 per cent. and interest to 1st January, 1876, 
in the first-mortgage bonds of the reconstructed company. 
WESTERN ExTENsION CeRTIFICATES.—To receive the dividends 
on the shares in trust up to 8 per cent. (but not less than 2 per 
cent. in any event). ese certificates mature lst July, 1876, 
when the holders may withdraw from the trust five shares of 
the Cleveland, Columbus, Cincinnati & go mg Railway, 
and ten shares of the Atlantic & Great Western Railroad, 
against each £100 certificates surrendered, unless the op mee 
makes a satisfactory offer for renewal. Heretofore the e8 
in trust have produced over 5 per cent. per annum, 

‘WestTERN Extension Bonps.—To receive the dividends on the 
shares in trust up to 7 per cent. per annum, but not less than 2 
per cent. in any event. The Erie Company, by indorsement on 
each bond, undertakes to make good any de ciency. Hereto- 
fore the shares in trust have produced more than 5 per cent. 
per annum. 

By this arrangement, the first-mortgage bondholders will get 
all the net earnings of the road above the interest on the new 
sue pr 








lutely of the money promised to them is 2 cent. interest for 
four years, funding the compere from July, 1874, to Jan > 
1876. They gain substantially the management of the pro 
until after the road shall have been able to pay full interest for 
three years on the third-m ge bonds. course, they lose 
the opportunity of securing the whole property in fee in return 
for their bonds, on advancing the amo ot the Ohio mort- 
gage. The scheme will give a three-fifths majority in the gov- 
erning body to those who have the first share of the net earn- 
ings. 


Ohicago & Southwestern. 


In the suit a by the trustees under the first mortgage 
and the Chicago, k Island & Pacific Company, lessee and 
guarantor of the bonds, to foreclose the first mortgage on this 
road, the United States Circuit Court has reached a decision. 
A decree of foreclosure was ordered to be entered August 3, 
and an order made appointing E. R. Mason, of Des Moines, Ia., 
Master to sell the property. In a very long and exhaustive 
opinion the Court set forth its reasons for refusing to allow the 
eye of the holders of the Atchison Branch bonds against 

he granting of the decree. These bonds were a first mortgage 
on the Atchison Branch, and a second lien on the main line, 
but were not guaranteed by the Rock Island Company, though 
the holders claimed that they were. 

The effect of the foreclosure will probably be to wipe out the 
stock and other liens and to leave the title to the road in the 
hands of the Rock Island Company, subject to the mortgage. 
The foreclosure was not asked for by the bondholders, who 
have been paid their interest by the lessee, but by the lessee, 
which, by such payment, had become possessed of the rights 


which the holders of the coupons paid by it would otherwise 
have had. 


Marietta, Pittsburgh & Oleveland. 

This road has been put in the hands of a receiver, the Presi- 
dent, Mr. A. J. Warner, having been appointed to that position 
August 6. 

Lafayette, Muncie & Bloomington. 

The first rail of the Lafayette & Muncie Division was laid at 
Muncie, Ind., August 6, and a connection put in with the 
Cleveland, Columbus, Cincinnati & Indianapolis road. 


Peoria & Rock Island. 


The Receiver reports to the Court for June as follows: 
Cash on hand June 1 


9000 Co cccc cd cece cece gccon copeeocece $9,161 02 
SE Ee Rn n.0 00000 0d0s00nceneenesenceseccndenenses 22,226 22 

Wa 006606 60.0005 6.06500 560000000006 bd0000000000cbeees $31,387 24 
TRRITIEED GE BORG 0 6.0.0 0000000 000000060000000660600000060086 21,511 33 


I, DU Bis accsnns winses secdbebbsienscecswesensies $9,875 91 


The Court made an allowance of $3,000 to the Receiver for 
his services. 








ANNUAL REPORTS. 


St. Louis, Alton & Terre Haute. 


This company owns one line from Terre Haute, Ind., west by 
south to East St. Louis, Ill., 195 miles, and a second line from 
East St. Louis to Belleville, 15 miles. It leases the Belleville 
& Southern Illinois road, from Belleville southeast to the Ili- 
nois Central at Du Quoin, 56 miles. The line from Terre Haute 
to St. Louis is leased to the Indianapolis & St. Louis Com- 
pany, so that the line worked consists of the Belleville Line 
and the Belleville & Southern Illinois road, which together 
— a line 71 miles long from East St. Louis southeast to Du 

uoin. 

The Pavey owned was represented by the following secu- 
rities at the close of the fiscal year, December 31 : 
Preferred stock 





«++ $2,468,400 
Common 8tOck........sscecceeeseeess +» 2,800,000 
Total stock ($22,707 per mile)...........0sseeeeeee e+ee+ $4,768,400 
Fizat-mortgage BODES, .....00dccccccccccccccccecccccccvcce $2,200,000 
Second-mortgage preterred bonds.........+.eeesseeseeeeee 800, 
Second-mortgage income bonds..........ecceeeeseeseeeees 1,700,000 
Equipment mortgage DOnS...........-seceeeecceeceecsece 300, 
Total funded debt ($33,383 per mila@).........+.00 sees $7,000,000 
Total stock and debt ($56,040 per mile)..........+.0.++ $11,768,400 


The annual interest charge is $499,000, or $2,376 mile 
owned, and a sinking fund of $25,000 annually is payable on the 
first mortgage. The lessee of the main line guarantees a mini- 


mum rental of $450,000 annually. There was no change in the 
securities during the year. 


The earnings of the main line are reported by the lessee as 
follows : 





297 43 

814,403 37 

112,436 16 

Total earnings ($6,431.47 per mile)............ YTTTTTT $1,254,136 96 
Working expenses (67.72 per cent.).......... eocccccccocce 849,344 70 
Net earnings ($2,075.86 per mile), ........++sceseseeeeeres $404,792 26 
Construction aCCOUNL........sccccsceseeceeeeeceeeeeeenes 7,648 18 
0 0000.000000000000000000000000ese0eseeenens ceseee $397,144 08 

BONE BONE. cc cccceseseccscesscnace 9 censocecdoccecoseees 000 00 


Net loss to lessee $52,855 92 


As compared with the previous year, there was a falling off of 
$114,515.61, or 8.4 per cent. of gross earnings, and an increase of 
$15,184.97, or 3.9 } ad cent., in net earnings. The rental pay- 
ments have been duly met, and cordial relations subsist between 
the two companies. 


The earnings of the line worked, the 71 miles from East St. 











Louis to Du Quoin, were as follows : 
4 1873. Inc. or Dec. P.c. 
Passengers...... 139,389 $136,685 87 Inc... $2,708 47 2.0 
seeseccee 192,711 17 167,113 56 Inc.. 25,597 61 15.3 
GORE. ccccccceces 211,908 71 266,653 67 Dec.. 54,749 96 20.5 
Other sources... 15,342 53 17,081 65 Dec.. 1,689 12 9.9 
Total........$550,346 75 $587 A484 75 Dec, . $28,138 00 468 
Work’g expenses 299,679 21 310,846 18 Dec.. 11,16697 3.6 
Net earnings$259,667 54 $276,638 57 Dec..$16,971 03 6.1 
Constr. & equip.. 10,265 84 18,531 41 Dec.. 8,265 57 44.6 
Balance..... $249,401 70 $258,107 16 Dec.. $8,705 46 3.4 


The earnings were divided between the lines owned and 
leased as follows : 
Net earn- Earn’ge P.c. of 
Earnings. Ex \e —_ per mile. exps. 
Belleville Br’ch. $286,035 20 $142,774 32 $143, 88 $19,069 49.91 
Belley. & So. Ill.. 273,311 55 156,904 89 116,406 66 4,884 57.41 
Totals.......$559,346 75 $299,679 21 $259,667 54 $7,878 53.57 
The net results from the Belleville & Southern Illinois road 
were as follows : 











oposed, unless they exceed 5 per cent. on their holdings 
some time within the next 424 years. What they give up abso- 


Net earnings..........++++- cccceoceee occcccevccccccccosoes $116,406 66 
Construction and equipment..........-sscececeeeeeseeees 716 

BalaNOS. 2.2. ccccccccccccesccccscccseseccesse evccsee $108,690 21 

Rental, 40 per cent. of gross earnings........-..+eseeeeeee 109,324 62 

LOG... ccccesceees Ceccvcccccooces cccccecccccoeces sees «©9684 41 

It is to be remembered, however, that 46 cent. of the 


business of the Belleville Branch is derived the leased 
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road, and the profit thereon considerably overbalances any loss 
from the lease. 
The income account is summed up as follows : 


Romtel Malin TANG... 2.000 rcccccccccccsscccccccccccccscoses $450,000 00 

Net earnings of road worked, after paying rents ......... 140,077 08 

Interest, land sold, etc..............+0+. bocesorscdccccdces 12,746 99 

ERD. coc ccccccccccccccccencccccecccsccccccescs epee $602,824 07 
Interest on funded debt?...... Se sccceccccees $499,000 00 
Sinking fund..... ........ oecce cccccecccooe 25,000 00 
errr 8,606 28 
Land bought at East St. Louis....... eocccccce 4,500 00 

537,106 28 

Net gain for the year............. mhowsneesecesscere $65,717 79 


The work done on the line ope ted was as follows: 


1874. 1873. Inc. or Dec. P.c. 
Passengers carried...... 200,683 178,040 =Inc.. 22,643 12.7 
Passenger mileage.... . 4,045,114 3,799,402 Inc. . 245,712 6.5 
Tons freight carried.... 136,408 114,353 Inc.. 22,055 19.3 
Tonnage mileage....... 5,473,932 4,494,962  Inc..978,980 21.8 
Tons coal carried....... 312,443 394,083 Dec.. 81,640 20.7 
Coal tonnage mileage... 8,009,963 9,856,314 Dec.1,846,351 18.7 


The average passenger charge was 3.45 cents, against 3.60 
cents the previous year. The number of tons of through 
freight was 23,455, and the average rate on such freight 1.8 
cents per ton per mile. 

During the year 3,500 feet of sidings were laid. 

The a consists of 13 engines; 11 passenger, 2 bag- 
gage and mail and 2 express cars; 80 box, 15 stock, 30 platform, 
450 coal and 3 caboose cars; 1 tool car. There is an increase 
of one box ear and a decrease of two coal cars. 


Raleigh & Gaston. 

This company owns and works a road from Raleigh, N. C., 
northeast to Weldon, 97 miles. 

The equipment consists of 15 engines, one of which is re- 
ported useless; 5 first and 5 second-class passenger, 4 baggage, 
mail and express cars 1 express car; 3 conductor’ cars, 3 
caboose and 88 box, 40 flat and 10 gravel cars. One baggage, 3 
box ana 3 flat cars were built during the year. Additional tools 
are needed for the repair a 

The property was represented by the following securities at 
the close of the fiscal year, May 31, 1875: 


Capital stock ($15,464 per O). cccce Rabeed a d.anneddnnenes ee $1,500,000 

Bonded debt ($65,423 per mille).......ccccccrcocccccccccccecs ' 

Bills payable ($361 per mile).... .......eccccecccscees Sean 35,000 
Total ($21,248 per mile)................ heat tnieaiitnt $2,061,000 


The company owns $5,300 of its own stock, and has $500,000 
invested in teed and $150,000 in common stock of the 
Raleigh & A ita Company. The sinking fund and investments 
amount to $107,257.50. 

The earnings for the year ending May 31 were as follows: 











1874-75. 1873-74. Inc. or Dec. P.c. 

Freight........+.+++++ $181,910 94 $187,320 99 Dec. $5,410 05 2.4 
Passengers............ 171,201 12 79,679 56 Dec. 8,478 44 10.6 
Malia, 08. c00cccsecece 8,029 70 7,802 81 Inc. 22689 2.9 
Total, .coceccese ++ $261,141 76 $274,803 36 Dec.$13,661 60 5.0 
Working expenses.... 165,032 05 192,508 99 Dec. 27,476 94 14.3 
Net earnings...... 96,109 71 $82,294 37 Inc.$13,815 34 17.8 
Gross earn’gs per mile 2,692 18 2,833 03 Dec. 140 855.0 
Net earnings per mile. 990 82 848 40 Inc. 142 42 16.8 
Per cent. of expenses... 63.20 70.05 Dec. 6.85 9.8 


The decrease is largely due to competition and cutting of 





rates at Raleigh. The work of the year was as follows: 

Traim Mileage, ...ccccceccccccccccccccccccccccccccccccccccces 166,945 

Passengers carried.............. seeonens 54,573 

Passenger mileage.........0ssesccecccsees eee ee 2,027,760 

Tons freight carriage.........sccccsescssccecs -. 60,264 

— Race toc csdsccccenc. meccccesesesoces cocccces 4,844,525 
Of the 


coer ccvccccccccccs. eee 15 
mger mileage 26.4 per cent., and of the tonnage 
mileage 72.5 per cent. was of —— business. 

The receipt per ton per mile for the last year was 3.75 cents, 
and per passenger per mile 3.51 cents. 
The income account was as follows: 


Balance from previous year...........seceeceeses errr $107,867 78 
WOO CABRERA GB. ccc cccccsccccoccseccccceseescsos crocccccccccs 06,100 71 
Sa’es firat-m: TTT TTT T Crcvcccescccccccccccs 167,856 88 
Interest and sin’ FORE ccc cccccevscccosese covceccesece $1,734 13 


Total cccccccccccccccccccsccce cece cecees «$403,568 50 
Tnterest..ccccccccccccccccccce cece coccccccccccs $30,271 79 
Extraordinary e: , including iron rails... 86,161 
On account of investments.................. ee 257 50 
Purchase of 1,700 shares Raleigh & Augusta 

guaranteed stock......... cocccccce «+ ecccce 170,000 00 
690 51 
Balance to next year......... pobneeeddesdienecanahae $94.877 99 


During the year the road bed was much improved, and 12 
miles of new iron and 33,786 ties used in repairs. The best of 
the old rails were used in repairing track at places where the 
old U rails are still in use. The purchase of 1,000 or 1,200 
tons this year is recommended. Some of the old iron has been 
23 Bm 4 in service. A new bridge over the Neuse River is 
needed. A new passenger shed at Weldon was built and sev- 
eral new water tanks. 

Reference is made to the progress of the Raleigh & Augusta 
road, A large traffic is e from it as soon as it is fin- 
ished to the Carolina Central. Reference is also made to the 
proposed branch from Henderson to Oxford and to the rebuild- 
ing of the Roanoke Valley road. 


Paes 3 : 
company owns a line from Burlington, Vt., south b 
east to Bellows Falls, 120 miles, and it leases the Vermont Val- 


ley road, from ws Falls to Brattleboro, 24 miles; the 
branch of the Vermont & Massachusetts road from Brattleboro, 
Vt., to Grout’s Corners, Mass., 21 miles ; the Addison Railroad, 
from Leicester Junction, Vt., to Ticonderoga, N. Y,, 16 miles. 
The road owned and leased is all leased to and worked by the 


Central Vermont Company, and its operations are not given in 
’ 


the present re which covers a period of 18 mon from 
January 1, 1874, to June 30, 1875. 
The capital account is as follows : 
I Us 00 4b 08s Fo ccaseecnetesocectozczescete «+ $4,168,700 00 
Common “ wicce Ceeeccecees . eocces 479,700 00 
Total stock ($55,403 per mile)................eesee0 $6,648,400 00 
Bonded debt ($18,234 per mile)..............esceceeeceee 2,188,100 00 
Up COUPODB......0.-20005 Sencentesesceeceecesce cose 2,153 50 
Dividend scrip outstanding..............eceseeeeeeceees 347,584 68 
Bills Sean ivbepe ccctepenerseabsecegcsescecsccnccee. GREECE 
Total stock and debt ($81,935 per mile).............. $9,832,253 63 
The receipts and disbursements were as follows : 
TAOS GUUIINNEs oon cosescnvesceccesccccéceséocces coccnece $549,304 04 
First-mortgage bonds sold..............sccccecceeecsces 215,300 00 


eeee ee eneee 


Total 
Dividend scrip paid.. 
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LOCOMOTIVE RETURNS, APRIL, 1875. 
Master Mechanics of all American railroads are invited to send us their monthly reports for this table. 























| 
* Three empty c rs rated as two Joaded ones. 
t Switching and work train engines allowed 60 miles per day. 
| Five empty cars rated as three loaded ones. 


The rent account stands as follows : 





I ha Bis 6.50000 26 0nne Gbseenscccesccdcocceces $42,184 57 
Rental for Rutland and leased roads, 18 months......... 938,083 34 
i Piibhsatoascenke obeetses Sean eas unkbebdeaben nee $980,267 91 
Cash from Cheshire and Conn. River roads.............- 708,398 37 
Balance due, not including interest................. $271,869 54 


Of this balance $48,489 is due to the Addison stockholders. It 
will be noted that the amount of rental received is different 
from that given above. 


The directors’ report is interesting and gives a statement of 
the matters in controversy with the Central Vermont. It says: 
“Since the date of the last report, we have come into the pos- 
session of valuable real estate at Burlington, as the result of a 
lawsuit that had been pending for some years. There is still 
mya ae a suit to recover a balance due the road of about 


“Other than this, all litigation and disputed claims-known 
to us have been settled and’ adjusted, except those arising un- 
der the lease of your property to the managers of the Central 
Vermont. * > * 

“The circumstances or condition of affairs that led to the 
suggestion of consolidating the Rutland, Vermont Central and 
Vermont & Canada railroads, were called to your attention at 
our last adjourned annual meeting. 

‘A consolidation of these roads upon fair and equitable 
terms was contemplated. This, for a time, quieted contendin 
interests, and resulted in a preliminary agreement (herewit 
submitted) constituting a basis of consolidation, and promised 
a successful issue. 

‘Such, we have no doubt, would have been the result, had 
the pet been immediately pursued and the exact condition 
of the receivership ascertained and determined, as from the 
outset it was understood that it should be. 

* Any other plan or method of getting at, or of carrying it 
into effect, was for the security-holders of all the roads inter- 
ested, a move in the dark. Conflicting liens upon the trust 

roperty, the assets and liabilities of the trust (only known to 
e arge), involving doubtful questions, were to be encountered 
and first disposed of, and definitely settled in the pursuit of 
any plan of consolidation ; and this could be done only by a 
settlement of the receivers’ accounts under the decree in the 
court in which they were appointed. They would release no 
claim upon en gh ped or road represented by them until the 
were discharged, or were released or indemnified against a 
liabilities existing against them and arising in the administra- 
tion of their trust, and this settlement, the first essential step, 
your directors insisted should be taken before they would com- 
mit this company to any scheme of consolidation, and submit 
it to you for approval and ratification. This obstacle as yet has 
not been removed.. 

“Another difficulty existed, and that was outstanding con- 
tracts and leases resulting in i loss, which could have been 
and should have been canceled. The statements made up by 
the Treasurer of the receivers and managers showed the net 
loss upon all the roads operated in the trust for the year end- 
ing July 1, 1874, to be more than half a million of dollars, and 
that up to the same date a funded and floating debt had ac- 
crued against the trust of nearly seven millions of dollars—not 
a the rent due and unpaid the Vermont & Canada 
road. 

“The statement also showed that the operation, by the 
trust, of the boats of the Northern Transportation Com any 
for the season of 1874 had resulted in a loss of more than 





COUPONS PA ococcccvcccccccccsecccccecces 249,214 00 
a account a as saeco atoes - 40,598 97 
undry expenses, including an 
DODRRRER occ ciccsdcdccctcces secccceccces | 00,560 OFT 
—_ 593,644 46 
INE iad onde cc cntsi nce vastsnessscscceses cates’ $170,959 58 
oc scrip socouns & an socowe : eas 
utstanding Jan’ ; SEU RE datsains Sh nindiaonne pinata 122 50 
Mma... 724 00 
Mi ncenccrccecscessnksabadrsicsctes eeebaccccescdcs $570,846 50 
SPRING BI A i ekosccnnneescoccccccccccsses $347,584 68 
weet 
Bite 


61 82 | $200,000, and that the loss in operating the Ogdensburg & 
ry, 







































| 3@ 'g6| Mileage. | mares anor | . > || Cost per Mile in Cents for — cost of 
| 2 ia \| ar >|! Qa! 9! Bg | = D re 1 ° 
| | || S = a 1] | | 6] 
Ee fs) ¢ [eg 3| 21 2) 08) 2| Z| 8] led g| sb! 3 
}iRieall : [28 gia] a) er F1:) FF) Blak: | Bel & 
NAME oF Roap. | s 2 5 i . on a ae ° Bo ae: B oe resi 
iB lps] : (281 BE) 8) Peel )elfe ij iele 
6 |P8 awe | & : 2 Bate eae 
Hegtey: [imle lili liBli lili lEliB ll del 
Ss 2B OR le ee ER Re eR ee 
ye ee Pe ee ee 1959 «| «(63//197,86 \2.188| 33.20)..... |18.15)|++++-. 5.31| 4.52) 0.94).... -| 7,36/18.13 | $1.35'$2.70 
Atlantic & Great West’n (First & Second Div )/228 + | 80||204.384/2,555)/48.06)..... | 9.82) |-++-+«| 4.15| 4.93| 0.52) 0.76 6.25) 16 66 2.18) 3.27 
“ “ (Third & Fourth Div. |197 | 48 |109,05u|2,272| 48.06]. ....|22.55| ----+-|| 442) 4.98] 0.39) 0.90 5.96|16.65 | 2.18) 3.27 
“ “ (Mahoning Division)..|/121 | 59 | $1,054) 1,543) 43.06)..... 119,02) |-++-++ || 4.41) 4.98] 0.49) 0.80| 5 95) 16.63 | 2.18| 3.27 
Camden & Atlantic........seseccsesecreeesses | 67 12)| 16,9+.8/1,409)/62.80)..... 22.10) + +++++| 7.80! 8.82| 1.12). ...| 5.56/28.30) 5.37)..... 
Central Pacific (Western Divisien)........... |173.4 | 42|| 115.605) 2,753) 14.68)..... |20.12) |+++e++ || 6.55/17.92| 0.71| 0.58) 7.90/33.66 8.00) 5.20 
“ «(Sacramento Division:..... .. 1119.6 | 40)| 96,091/2 402)). |. /28,90/15.4)|----++|| 8,93/17.96| + .90| 0.81) 8.82/36.73'|.......| 5.20 
“ “(Truckee Division)........... 1204.5 | 30|| 71 7 7\2,392)\39,52/28 09 15.75) |----+-|| 5.91/19.48| 0.76) 0.71) 8.57|35.43| 8.00) 5.20 
“ “(Humboldt Division).......... 1236.6 | 21)| 66,157|3,150) 36.77) ...../15.51|\++++++|| 6.33\21.7.| 0.7+| 0.52) 7.70|/37.06 8.L0| 5.20 
“ «(Salt Lake Division)... ...... 1182.8 | 24|| 65.965) 4.749) 35.64)... |17.01 ||16.60|22.42| 0.76) 0.50| 7.57/47.75 | 8.00) 5 20 
“ ‘© Oregon Division)............ (161.42; 6) 18,776)3,129)),., | 39.95|24.97 || 2.49|13.02| 0.62) 0.75 7.92|24 80)| nekndeas | 5.20 
“ “ (Viealia Division)............. |188.3 | 14|) 34 845|2,489) 50,19 | 49.67/18.30 || 8.90/15.46) 0.75) 0.83) 6.93)82.87 | 8.00) 5.20 
Cleve., Col., Cin. & Ind.(Columbus Div.)......|138 | 55) | 133,975) 2,43 | 45,21/66.22/39.23 || 2.36] 6.27) 0.55) 1.14 5.54/14 85 | 2.18) 3.50 
“ ss “ (Indianapolis Div.)...|207 63 |165.79. |2,63. | 45.75|52.50/27 64 |- | 4.70) 4.44) 0.59) 1.72) 5.27/16.72| 1.75) 3.50 
“ “ “ (Cincinnati Div.) ....|130 28)| 72,643/2 594/\44.42)..... 8.67 2'6"| 4.79) 0.51) 1.36; 6.3 |14.63 | 1.75) 3.50 
Cleveland & Pittaburgh...........-sssccesees |199 79) | 151,.326)1,907) |54.94)|..... 18.75 4.81| 3.24) 0.72) 2.18) 7. 017.95 1.60) 1,95 
Del., Lacka. Sweat. (Bloomsburg Div.)...... | 80 23.| 50 670|2,203)\,. |... | 28.66 6.36)..... 0.70)..... 6.65|13.71 |.....6Jeee0, 
Flint & Pere Marquette..........cscseceeeees |284 | 98.038] ....]|..0.. |54.36|27.05 | 8.48] 4,22) 0,63). 5.96)19 19 |....... 4.50 
Hannibal & St. Joseph..........seesesecceees /294 =| +62! |136.022)2 194) /41.40)..... 17.80|| +--+. || 6.00) 6.40) 0.50 | 6.90/2+.8:'| 2,50) 3,60 
Illinois Central (Chicago Div.)...........+.+.|252.5 | 66 |160,583)2.471)|40.46)..... 1510), 17.01)| 6.21) 4.76) 0.34 | 6.94)18.28 1.80) 4.25 
“ “ (BOWER Div). .cce csccccceces |230. 76) 33 | 76,878 |2.330) |40,43|..... 144.96) 14.64 10,22| 4.86) 0. 7j..... 6.77/22.16 1.80) 4,25 
“ 6 EO ND stv ékaconed ceeds |2.5 43) | 94,251 )2.191|/33.67|...../14.47|| 14.73||10,89| 5.74] 0.99|.....| 6.67/23.71,| 1.80) 4.55 
“ “ OD DE dosccccasccocvenene \401 | 42 |105,788/2,519) $9.01) ..00. 18.06 spe | 5,23) 7,24) 0.33).. | 7.18) 19.98 2.30 40.5 
Indianapolis & &t. Lowis........secceeesevees|267 | ++- |113,76y)..... 5.00] .+ ++ -|17.6U}|. 000. 6. 9| 5.04] 0 64).... | 6.72)18.69'|.......|..... 
Jeffersonville, Madison & Indianapoiis...... /225 42 | 89,210/2,124||44 99/36 7316.43 ee | 4 8: 7.76| 05 | 2.62) 6.97 22.68 2,30) 3.00 
Kansas Pacitic, Main Linet..........seceseee. 673 86 | 143,09) | 1,664|\30.89)... +. |13,00 lees. o¢ | 5,84)10.60) 0.54)..... | 7.20 24.18 | 3 25) 287 
“ including branchest......... |895 94 |.62,7°°3|1,731//31,.88)..... 118.18]|...... || 5,22)10.46| 0.63|.....| 7 94 23.55 3.29) 3.46 
Kansas City, St. Jo. & Council B-uffs* ... ... 1334 24 | 67,874 2.828) '46,5).....|25.30|| 19.70]| 6.50| 7.30) 0.6u)..... | 7.50 21.90} 3,15) 3.5. 
Lake Shore & Micl. South. Buffalo Div.)t..|..... | 98 | :66,484/1,790)|45,89/27.08/16.57|)...... || 5.90] 7.68|.....|... .| 6.67.20 20)| 3.50) 3.50 
“ “ (Erie Div.)%,.... |--++- | 114 |208,929| 1,833) |42, 70) 46.73|2U.75||..... || 6.69] 8.30)..... |.....| 697 21.26) 3.50) 400 
“ “ (Toledo Div.)t...|...... 79 | 167.488 2, 20) 3¢,75|48.46/14.32)|...... || 4,83)10.44)..... ee | 6.36'21.63 | 4.06] 4,00 
“ “ (Mich.South. Div.)t}..... | 209 |460,063/2,202) |49 29/55.65|21.73)|...... || 4.66) 8.99]..... jee | 7,08 2u 60} 4,50| 3.50 
Leavenworth, Lawrence & Galveston ........ 203.7 |.... | 18,569)..... 60.00) .....| \ =r || 7.17| 6.36) 0.40|.....| 6.04'19.97 3.62) 3.60 
Marquette, Houghton & Ontonagon.......... 88 veee | 18,802),....|/51,45)..... rs 6.74|14,28) 0.92)... ../ 12.08/84 02)),......)..0.. 
Northern Ceatral (Elmira & Canandaigua Div.) ......| 40 | 64,003) 1,602) /29.99)...../20.00 || 7,93] 8.15] 0.75|.....| 6.26)22.39 0.08) 3.04 
Pennsylvania (New York Division)........... |119.9 | 115 |254,955/2,217)|35.45)..... 110.68]|..... |/12.70|14.60| 1.2t:}....,)+00e. 27.51. 0.17| 6.97 
“ (Amboy Division)............. 164.2 | 63 | 80,876|1,624|'59.07)...../17.42 - || 9.70] 9.48 0.80|.....) 00+. 19.90} 0.17) 6.96 
“ (Belvidere Division’...........|102.5 | 29 | 47,078)1,623\\49 gi/..... 13.40 on ff GUO OGL BBD. ccccloedes 17.50|| 0.17) 6.98 
“ (West Jersey Railroad)........ 148 18 | 30,391) 1,688} |44.¢ iF 9.50| 0.7U|.....|e0e0e 11.90} 0.16] 3.59 
a (Philadelphia Division). ......./204.3 | 178 }430, 183 2.487) |31, 4.70| OBB lc ccelocees 9.30 0 05) 3.52 
“ (Middle Division).............. 131.6 | 129 |308,464)2,391| 39, ne eee epee 10.00 0.05} 3.52 
“ (Pittsburgh Division, East End)|...... | 61 |187,641)2,255) |, i FT Neen pe! |22.40 0.05| 3.52 
as (Pittsburgh Division, West Ena) ...... | 110 | 253,101/2 201) |32, 4.51) 0.8U).....)eeeee 15.0 0.05) 3,52 
as (Tyrone Division)........ .... 106.8 3t | 562,018)1,734) |g, 5.30) 0.60)..... +006, 15.40 0.05) 3.52 
“ (West Pennsylvania Division).|103.6 | 23 | 49.78 2,161) |39, 3.90] 0.40]....0)eeeee | 7.30 0.05} 3,52 
“ (Lewistown Division)..........| 12.6 | 2] 3,703/1,852 2.70| 0.50|....4|e0000 3 60|| 0,05) 3,54 
“ (Bedford Division)............ | 66.6 | 6 | 12,051)2.009)|38. 4 00} 0.40).....|.... | 6.10 0.05! 3.54 
Philadelphia, Wil ington & Baltimore.......)...... 72 |143,331)/1.99) J | 8.90) 1.10|..... 7.00\ 24.40 4.75) 5.00 
Pitts., Fort Wayne & Chicago (Eastern Div.)|| 468.9 | 151 |433,556)2 10 |< | 4.34) 0.97| 1.38) 6.38) 16.61 1.61; 1.61 
“ “ “ (Western Div.)] 280 | 106,/2)5.828)2,791 |< | 5.60! 0.50! 2.60) 6 50| 18.80 2.19) 2.19 
Pitte., Cin. & St. Louis (Little Miami Div.)... 197 87,| 98,793) 2,670 4.19) 1.04) 2.88) 6.81/19.&3 1.75) 2,77 
“ “ (Pittsb. & Col. Div.)... 224 96! | .44,950/2,368 | | 4.92) 0.93) 2.28 6,63 19.83); 1,35] 3.60 
Bouth Oarolina,......00cccccoccccsscscocsese 242 38 | 73,533) 1,935 | | 5.44] 0.76) ...00)cccee 11.98)|....... 2.55 
Stockton & Copperopolis............seseee0s 49 3|| 3.987)1,329)|. 8.39) 1 03) 1.56) 9.10)21.03)|....... | 600 
St. Louis, I. M. & South. (Arkansas Div.)..... 305 | 26 | 58,075 |2,328 || | 5.67| 0.49]..... 7.43) T 36)|....... 2.39 
Terre Haute & Indianapolis (Indianap. Div.), 112.63)....|| 66 467|...../| 6.17| 0.82). 8.27 |22.17 | 1.85] ..006 
“ “ (Vandalia Div.).. 168.3 |.... 80,737).....{ {8 4.33) 0.90|..... | 7.97|47.46)| 1.48)... 


J | | 
Rica 2 a ee 
t Switching engines allowed 6 miles per hour. 

|| Swo empty cars rated as one loaded one. 


‘* At present the receivers and managers are withholding all 
rent from this corporation. 

‘The amount withheld and now due us is $281,610.63. Of 
this amount there is held by the Connecticut River and Chesh- 
ire roads about $140,000, which will in due time in all probabil- 
ity be paid into your treasury. 

**This violation of contract has led, under advice of counsel, 
to a demand, in writing, for the possession of your proj 
and leased roads, which was authorized by a vote of your direc- 
tors, passed June 18, and the taking of steps for the collection 
of rents due. Nothing will be left undone to protect your in- 
terests in this respect. 

‘**Tt has been remarked that the outstanding contracts of the 
receivers and managers, upon which these great losses were 
accruing, could have been canceled. 

**Your board had by its votes (herewith submitted) of De- 
cember 13, 1874, and May 13, 1875, offered to accept the surren- 
der of the Rutland road and its leased lines, and to cancel the 
contract under the terms thereof. The offer was made subject 
to the approval of the stockholders. The say sition not hay- 
ne accepted, you have not been called together for defi- 
nite action. 

‘** The policy of the Central Vermont managers, prior to the 
consideration of the proposition of the Ogdensburg board to 
cancel its lease, seemed to be to determine and cancel all con- 
tracts upon which losses to the trust were resulting. Negotia- 
tions had progressed so far as to determine not to continue the 
operation of the boats of the Northern om Pe company. 

e interest of the Ogdensburg & Lake Champlain Railroad Com- 
pany in the Transportation Company was such that this action 
ed to an offer, made by their board of directors, to deter- 
mine the lease of their road, the rights of the parties thereto to 
be the same as if the full term of such lease had expired. | 

‘*Thus far (except in the failure to settle the receivers ac- 
counts for several years prior to the appointment of the Central 
Vermont as receivers) the efforts to make consolidation possi- 
ble seemed harmonious. But when action was necessary upod 
the proposition of the Ogdensburg & Lake Champlain directors, 
it appeared that objections to the acceptance of that propo- 
sition were made and persistently urged by the President ont 
others, upon various pretexts, and this evinced a change 0 
op and a determination to hold on to this onerous contract. 

e result was that the proposition of the Ogdensburg road 
was rejected by a vote of five of the Central Vermont board, be- 
ing a majority of the members present. 

‘This action was a surprise. It seemed unaccountable upon 
anv reasonable grounds, and, if persisted in, ended all hope © 
consolidation. 

“The real reason, however, for this action soon became ‘icky 
parent. It was secretly insinuated then, and is now publicly 
charged and continually reiterated, that some of your beers 
were acting in bad faith and in collusion with the Delawam . 
Hudson Canal Company to make the Ogdensburg and the 
lund a mere appen -— to New York railroads and interes “ 
and to the injury of the old Vermont Central and joeron fo 
that we sought the release of these roads from the Cen 
trol for that reason and to accomplish that object. 

“These charges, which have been freely made and oa 
sively circulated, and others from the same source. are of 
without foundation and utterly destitute of one c 
trnth. * 2 road 

“The conduct of the lessees in the operation of your i 
has not escaped our attention. It appears that tra’ ic leg 
mately peg amd to this route is diverted therefrom ie 
some cases driven off by discrimination in rates or acco my} 
tions. This will entitle us to damages under the cove! - 
the contract, requiring that the business of the r 





Lake Champlain Railroad for 1 


to January 1, 1875 
was more than $213,000. * lita ; 
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main unimpaired by any act of the lessees.” 


| Leighton Bridge & Iron Works. | F_ 
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OFFICE AND WORKS AT CONNELLSVILLE. PENN. 
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ROCHESTER, N. 
Wrought-lron Rivetted Lattice Railroad and Highway Bridges. 


Leighton Bridge & Iron Works, 


| 


WROUGHT-IRON 





BRIDGE CO. | 


ee 


D. HAMMOND, President. 


Office and Works, 
WM. BRITTON, Secretary. 


JOB ABBOTT, 
CANTON, O. 


N. G. MORSE} Engincers. 


Manufacturers and Builders of all Wrought-Iron Railway and Highway Truss, Arch and Swing 
Bridges, Plate and Lattice Girders, Iron Roots, Turn-Tabies, Iron Piers aud Trestles. Have over 
TWENTY-FOUR MILES of their TRON BRIDGES now in use in twenty-four different States and 
Canada. ILLUSTRATED ALBUM and estimates sent on applicatior. 
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SPEOIALTY rHT SOMOTTV ES 
SPECIALTY LIG LOCO IDs 
For Mines, Furnaces, (ontractors’ Use, and other Special Service ;jalso Light and Heavy Styles ot Narrow- 
Gauge Passenger and Freight. 


Office, No. 5 Monongahela House, 
Works, A. V. RB. B. ard 50th 8t., 


PITTSBURGH, PENN, 








NATIONAL BRIDGE AND IRON WORKS. 
General Office, 32 Hawley Street, Boston. ----- -seereeeees+»Works at East Boston. 


PP PPX] 
JB Ddb 


Contractors for building and erecting long and short spans wrought 
iron railway and highway bridges, viadu~te, turn-tables, iron girder 
*\ beams, roof trusses and general architectural iron work. 























rietors. 
A. W. Parker, Superintendent 


tet, ames Ok Came Bh, BR sa os 004004000 0050sh b0he0ds nce debdee cdsnscpvcnswbocns Pru 
C, H. Parker, Engineer. 








‘KELLOGG & MAURICE, 
OFFICE AND WORKS: ATHENS, PA, 




















Tron and Wooden Bridges, Roofs, Turn-tables, Etc. 
4. H, COFRODE. 








' J. H, SCHAEFFER. F. H. BAYLOR. 


J. H. COFRODE & CO., 
Engineers and Bridge Builders, 


DESIGN AND CONSTRUCT IRON, WOODEN AND. COMBINATION BRIDGE 


J. 8. 
R. 8. HUGHES, Secretary.) Paxauson, N. 4. 
AND ROOF TRUSSES, &., WM. 8. 


OFFICE: 


___No. 530 Walnut Street, Philacelphia. ae 
National Locomotive & Machine Works. 


DAWSON & BAILY, 


MANUFACTUREBS OF 


LOCOMOTIVES 


NARROW-GAUGE LOCOMOTIVES A SPECIALTY. 











BROOKS LOCOMOTIVE WORKS, 


DUNKIRK, N. 


Y. 





Orders Solicited for Locomotives Adapted for Everv Cless of 
Railway Service. 
M. L. HINMAN, Szc’y & Treas. H. G. BROOKS, | nes’r & Sup’r 





ROGERS LOCOMOTIVE AND MACHINE WORKS. 


Paterson, New Jersey, 








iil 2. 





. " 4 : - — <i y 
Having extensive facilities, are now prepared to furnish promptly, of the bist and most approved 
description, either COAL OR WOOD BURNING 


Locomotive Fngmes, and other Varieties of Railroad Machinery. 
THOS. ROGERS, Treas., 
44 Exchange Plice,. New Yorn. 


LOCOMOTIVE ENGINE SAFETY TRUCK CO. 


OF NEW YORK. 


ROGERS, President. 
. HUDSON, Supt. 








Letters Patent granted to Levi Bissell. A 


sof the followi . 4, 1857, Nov. 2, 1858 (ex 
undalliiee tc 1872); 4. W. Smith, Feb. 11, 1862; D. R. Pratt, Oct. 16, 1860; W. 8. Hudson, April 5, 1594 
and May 10, 1864. 


DRAWINGS FURNISHED AND LICENSES GRANTED ON APPLICATION, 
A. F. SMITH, President. M. F. MOORE, Seo'’y and Agent, 
ALBERT BRIDGES, Treas. No. 46, Cortlandt st.JN. ¥. 
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RHODE ISLAND LOCOMOTIVE 


PROVIDENCE. RHODE ISLAND. 


W.S. SLATER. 


President. 


B. W. HEALEY. 
= @sup't and 


Gen’l Manawer. 






WORKS, 
E. P. MASON. 


Treasurer. 


W. H. FENNER, 


Secretarv and 








Ass’t Treasurer, 








HINKLEY LOCOMOTIVE WORKS. 





439 ALBANY STREET, BOSTON, 
MANUFACTURE 


LOCOMOTIVE ENGINES AND TENDERS, 
' BOILERS AND TANKS, 


Gun Metal and Common Iron Castings, Brass and Composition 
Castings. 


LOCOMOTIVES AND BOILERS REPAIRED. 


wer Sole m iutacturers co: the ‘ HINKLEY PATENT BOILER.” Al! orders will be executed with 
aispatch. 


ADAMS AYER, Pres't, F.L. BULLARD, Treas. FRANK D, OHILD, Sup’t. 
GEO. F. OHILD, Secretary. EL] LEAOH, General Manager. 


Schenectady Locomotive Works, 











SCHENECTADY, N. Y. 
OHAS. G. ELLIS Treas. WALTER MoQUEEE, Suv. 


JOHN 0. ELLIS, Pres. 











1 Pave nes 
VELT, Vice-President, 
A. J. BIXBY, Sec’y and Treasurer, ParEnson, N. J. 


JAMES OOOKE, Superintendent, New York, Office 52 Wall 8t. 


LEN, AGENT. 


MASON MACHINE WORKS 


TAUNTON MASS. 














WM. MASON, Prest, 


WM. H. BENT, Treas. 

BUILDERS OF ALL KINDS OF 
LOCOMOTIVES. 
iNJGUDING DOUBLE-TRUCK LOCOMOTIVES FOR WIDE OR NARROW-GAUGE RAILROADS. 

sL80 ALL KINDS OF COTTON MACHINERY. 


FRED’K. MASON, Agent. 











BALDWIN LOCOMOTIVE Ww ORKS. 


|. BALDWIN 


i} Iv ran 
BURNHAM, PARRY, WILLIAM « 00., Philadelvhia, 
LOCOMOTIVE NGINES. 

Especially Adapted to Every Vaz iety of ade Service, including 
Mining Engines and Locomotives for Narrow-Gauge Railways. 


All vork accurately fitted to gauges, and thoroughly interchangeable. Plan, Materials, Work- 
manship, Finish and Efficiency fuily guaranteed. 


CHAS. T. PARRY. WM. P. HENSZEY. 
_EDW. LONGSTRETH. JOHN H. CONVERSE. 


- PITTSBURGH ‘LOCOMOTIVE & CAR WORKS, 


PITTSBURGH, PA. 


GEO. BURNHAM 
EDWARD H. WIL Li AMS. 

















MANUFACTURERS OF 
LOCOMOTIVE ENGINES FOR BROAD OR NARROW GAUGE ROADS. 
From standard designs, or according to specifications, to suit purchasers. 


Tanks, Locomotive or Stationary Boilers furnished at Short Notice. 
D. A, sane Pres’t. J. A. Durem, _— WILson MILLER, Sec. ond Treas. 














[ESTABLISHED IN 1846.] HARRISON TWEED, Treas. 


TAUNTON. MASS. 


P. I. PERRIN, Supt. 





_|Manchester Locomotive Works, 








MAWUFACTURERS OF LOCOMOTIVE ENGINES 


All work accurately fitted to gauges. ll parts ergheens 4 ah A: BURNHAM, —— 


manship. 
ARETAS BLOOD, Agent, Manchester,jN. H. wit. G. MEANS, Treas., Boston, M8 
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